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Security for Transport Officers 
HE uncertainty as to their own future occasioned for 
many senior employees of the State-owned transport 
undertakings by reorganisation under the Transport Act 
is shown in the House of Commons debate last Tuesday 
on compensation regulations. Mr. Herbert Morrison, for 
the Opposition, pointed out that the Road Haulage Execu- 
tive had told certain trades unions that in view of the 
fluidity of the situation promotions of British Road Ser- 
vices staff are acting only; and he asked the Minister of 
Transport to explain the position of acting rank in assess- 
ing compensation for loss of earnings through reorgani- 
sation both of road haulage and of the railways. It is 
reassuring that Mr. Alan Lennox-Boyd has answered that 
compensation is based on the annual rate of earnings at 
the time of the loss, irrespective of whether earnings are 
from acting or permanent employment. Part of the 
nationalised road haulage undertaking is being disposed of 
under the Act; how big a part it is too soon to say, but 
it has been clear since publication fifteen months ago 
of the first White Paper on transport policy that the 
future of many of the 70,000 employees of British Road 
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Services must be affected by carrying out Government 
plans. British Railways staff are similarly concerned: in 
anticipation of the abolition of the Railway Executive, 
a declared intention in the first White Paper, which 
necessitates much cross-posting among senior ranks, 
appointments to senior positions in the Railway Executive 
headquarters and elsewhere on British Railways for some 
time have been made on an acting basis and the resultant 
uncertainty affects many more than those appointed. The 
number of officers and other senior railway servants so 
affected in an organisation employing 600,000 may even 
exceed the road haulage staff uncertain of their future. 
In any case morale suffers and ultimately efficiency, and 
the passage of time aggravates the problem as more 
vacancies have to be filled. A statement by the Minister 
in the House of Commons, on the future of the British 
Transport Commission and its Executives, as we went to 
press indicated that with the exception of London Trans- 
port, the various Executives would not continue after 
September 30 next, and that this had been decided in con- 
sultation with the British Transport Commission. 


Cuban Government Plans for the United Railways 


HE Cuban Government has promulgated a law em- 
powering the Minister of the Treasury to open 
negotiations for purchase or expropriation of the British- 
owned United Railways of the Havana. The government 
intends to transfer the railway to a company to be called 
the Occidental Railways of Cuba: the capital will be 
30,000,000 pesos (about £10,710,000), of which the Cuban 
government will subscribe up to 20,000,000 pesos. It has 
not been stated yet whether Mr. Axel Wenner-Gren, the 
Swedish industrialist who, as we reported in our June 12 
issue, has been negotiating to buy the railway, is con- 
nected with the new development. Last week Mr. Ernest 
Myatt, General Manager of the United Railways, said 
that he had not been officially informed of the govern- 
ment decision, which he added was rather a surprising one. 
The Government has appointed a new interventor, or repre- 
sentative, to the United Railways, whose stated task is to 
put them on a “ paying basis.” Labour agreements be- 
tween the railwaymen’s union and the railway are to be 
suspended and the government debts to the railway to be 
cancelled. 


Railways’ Contribution to Canadian Progress 


HE railways of Canada have been, and are still the most 
important single material contribution to the nation’s 
economic and political progress. In making this claim 
recently, Mr. S. W. Fairweather, Vice-President, Research 
& Development, Canadian National Railways, said that 
the railways had provided the cheap transport essential 
to move the surplus production of the country to markets 
in other regions or to ports for export. Thereby had been 
built the foundation for economic advancement to the 
point where the Canadian material standard of living was 
surpassed by that of only one other nation, the U.S.A. 
Most of the new discoveries of natural resources, such as 
oil, aluminium and nickel, he added, lay in areas of the 
north where the Canadian National was the dominant 
transport agency, but they were not forgetting the problems 
of industrial — facing the older, settled com- 
munities in the East. He was speaking at a ceremony at 
St. Johns, Quebec, when the C.N.R. Museum Train 
referred to in our May 29 issue was handed over to the 
Mayor for a six-day exhibition. 


F.B.I. and Employers’ Fusion Abandoned 


XHAUSTIVE investigation of the possibilities of fusion 
between the Federation of British Industries and the 
British Employers’ Confederation has ended in it being 
decided that the interests of British industry will be served 
best by both bodies remaining separate, but continuing to 
work closely together. This is the substance of a joint 
statement issued on July 22 by the two organisations, which 
recalled the setting up of a joint committee to prepare a 
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fusion scheme in 1946. Problems in the way of fusion 
were found to lie in the differing composition of member- 
ship, arising from the distinct spheres with which the 
organisations were concerned in some questions. The 
British Employers’ Confederation, in dealing with general 
labour and associated questions, has found it wise to 
confine its membership to the employers’ organisations; 
while the F.B.I. derives advantage in tackling general 
economic and commercial problems from the inclusion of 
trade associations and individual firms among its members. 
Observing that these problems would not be insoluble if 
it was felt that the benefits of fusion would outweigh the 
drawback of changing existing structures and methods of 
Operation, the statement says that there is less certainly 
now on these points than there was six years ago. Although 
fusion has not matured, the methods of collaboration 
developed since 1946 will continue to be exercised with 
the object of achieving a common view on matters of 
common interest. 


Private Owners’ Wagons in India 


URING the hundred years of the Indian railways’ exist- 
ence no scheme hitherto has been approved for private 
ownership of wagons. The Ministry of Railways now has 
stated that because the wagon holdings on Indian railways 
at present cannot meet currently all the demands of trade 
and industry in the country, the Ministry is considering the 
question of letting railway users own their own wagons; so 
that concomitantly with the increase of the railways’ own 
wagon fleet by carrying out their building programme in the 
usual way, wagon availability would be further improved 
by industrial and other concerns using their own wagons 
for all or part of their own traffic. To facilitate expeditious 
examination of this question a questionnaire has been pre- 
pared by the Railway Board. All interested in having their 
own wagons for their traffic have been asked to obtain the 
questionnaire from the Railway Board and send their replies 
by today. A covered broad-gauge wagon costs Rs. 11,500 
and an open one Rs. 10,000. The cost of a covered metre- 
gauge wagon is estimated at Rs. 8,450 and of an open one 
at Rs. 7,900. The scheme is likely to prove popular, and 
many inquiries already have reached the Railway Board. 
There are about half-a-dozen large-scale manufacturers of 
wagons in India. 


Indian Railway Unions Federate 
THE regrouping of the railways of India into six zones 
has necessitated a reorganisation of the two main 
railwaymen’s unions, the Indian National Railways 
Workers’ Federation and the All-India Railwaymen’s 
Federation. These now have combined under the title 
of National Federation of Indian Railwaymen, with head- 
quarters at New Delhi, and a working Committee has 
been formed to function for the next year. It is com- 
posed of a president and a general secretary, one vice- 
president and one assistant secretary and treasurer from 
the I.N.R.W.F.: and two vice-presidents and one assistant 
treasurer from the A.I.R.F.; and 26 other members. The 
number of the unions affiliated to the new federation is 
restricted to one for each of the six railways from each 
side; after six months this number will be reduced to one 
on each railway. During the transition period there will 
be joint delegations wherever possible to meet the General 
Manager, or Divisional or District officers of the railways 
at the periodical meetings, and joint meetings on specific 
issues or when officers of the Federation visit any railway. 
The constitution of the A.I.R.F., modified where neces- 
sary, is governing the working of the new body for the 
time being. 


Eastern Region Pennine Electrification 


ie the Manchester-Sheffield electrification scheme of the 

Eastern Region, e!ectric locomotives are working loose- 
coupled goods trains over gradients as steep as 1 in 40, 
and at present are having to fit in between Penistone and 
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Dunford Bridge with steam-hauled goods and passenger 
services. These unusual conditions, taken together, make 
comparisons with other main-line electrifications of little 
value, and although the steam workings will in due course 
be eliminated, disappearance of the loose-coupled goods 
train is remote. It will be seen from the first part of our 
article on the Pennine electrification this week, how well 
the modern electric locomotive adapts itself to handling a 
type of train that in combination with it seems something 
of an anachronism. Regenerative braking has proved 
particularly valuable, not only in allowing higher speeds 
to be maintained down the banks with confidence, but 
because stops to pin down and release brakes are eliminated. 
Similarly the banking locomotive on eastbound trains is 
usefully employed over the whole of the Wath-Barnsley 
Junction section in contributing motive power, and then 
provides added brake power on the return trip, so that 
trains do not have to halt at the foot of the steepest 
gradient to pick up a banker as was necessary before. 
The fact that the same locomotives will handle many 
main-line passenger duties when the scheme is complete 
says much for the flexible characteristics achieved in the 
design. 


Planning the Auckland Electric Suburban System 
EPRESENTATIVES of British civil and electrical con- 
sulting engineers are in Auckland conferring with 
the New Zealand Government Railways on plans for 
electrifying Auckland suburban lines. and constructing an 
underground line through the city. Some details of the 
project appeared in our October 31, 1952, issue. Mr. 
W. M. Guthrie is representing Sir William Halcrow & 
Partners, who are to advise on the three-mile underground 
section, which will shorten the distance between Auckland 
Station and Kingsland, on the line to the north, and 
submit complete designs, specifications, and estimates of 
costs for this work. Mr. E. L. E. Wheatcroft is a partner 
of Messrs. Merz & McLellan, who are to submit plans 
and specifications and an estimate of costs for traction 
equipment, signals, communications, and rolling stock 
for electrification of some 40 route miles between Hen- 
derson, thirteen miles out of Auckland on the northern 
line, and Papakura, nineteen miles south on the Wellington 
main line, and the present limit of suburban working. 
Possible extension of electric traction as far as Frankton 
Junction, where the Rotorua line diverges, will be taken 
into account. The only existing electrified suburban ser- 
vice in New Zealand is that radiating from the capital, 
Wellington. 


Nigerian Railway Mobile Instruction Unit 


HE long distances between population centres in 
Nigeria and lack of qualified staff to spare for this 
purpose have complicated the problem of instructing staff; 
and this has been aggravated by delivery since 1948 of the 
“ River ” class 2-8-2 locomotives, now working extensively 
over the Nigerian Railway, which incorporate fittings 
unfamiliar to workshop and running shed staffs as well as 
to enginemen. The advantages also became apparent of 
using the most modern methods and equipment in technical 
instruction of staff. The solution to the problem was 
decided by the railway management to be construction of 
the mobile instructional unit described elsewhere in this 
issue. The three-coach train of converted vehicles consists 
of a demonstration car exhibiting full-size locomotive parts 
and fittings; of a car containing a model railway for 
instruction in signals and so on; and of a cinema coach. 
The demonstration coach contains full-size examples and 
models of some of the most up-to-date steam locomotive 
equipment to be found anywhere. A lecturer-instructor 
accompanies the train. Conditions in Nigeria, including 
the introduction of modern but complex designs of motive 
power to a staff largely without a mechanical background, 
are basically akin to those on railways in some other rela- 
tively undeveloped countries, and it will be interesting to 
see how the problem of instruction is solved elsewhere. 
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Improved Signalling on Paris Grande Ceinture 


N article in the Revue Générale des Chemins de fer 
by MM. Tisnés and Richard describes how the work- 
ing on the Grande Ceinture round Paris has been improved 
by the extension of automatic signalling and power 
interlocking. The former, using the old mechanical 
type signals, was first applied some years ago, when such 
signalling was finding much favour on the neighbouring 
Eastern lines, with which the Ceinture connects. The 
lengths of the sections were not very well arranged, and 
to cover failures to return to danger drivers passing a 
signal permissively had to travel cautiously through two 
sections. The number of failures was appreciable and 
caused much delay. In 1941 it was decided to instal colour- 
lights, but war conditions delayed the work, which was 
not completed between Stains and Valenton for 10 years. 
Failures with this equipment were very few and the old 
much-favoured “ proving at danger’ was not applied with 
it. Key interlocking is used at the small through stations. 
The new power interlockings control spur connections at 
Gagny, Bry and Stains, the two last being remotely 
controlled from the nearest station building. At Gagny 
the panel, of very compact design, replaces an old individual 
lever electric frame. This installation was inspected by 
the Institution of Railway Signal Engineers in May last 
year. 


Extending the Life of Sleepers 


A® investigation by the Atchison, Topeka & Santa Fe 

Railroad into the life of sleepers, which has been 
going on for a number of years, has proved that 33 per 
cent of sleepers found defective in service have been re- 
moved from the track because of cutting into the timber 
by the soleplates; 53 per cent had either shattered or split; 
6 per cent were the result of derailments, and 5 per cent 
of decay. The timber chiefly used on the Santa Fe is 
various types of pine, Douglas fir, red oak, and gum. A 
counter to plate-cutting has been found in the intrusion 
between soleplates and sleeper of a compound of coal tar 
and asbestos, and this is so effective that special machines 
have been devised to apply the treatment to track in situ. 
The plastic compound seals the open spike-holes in the 
timber against the entrance of water, sand, and other 
destructive agents, and also gives some cushioning effect, 
even though its thickness is very slight; further, it helps 
to condition the wood under the plate so that it is better 
able to resist both destructive chemical action and mech- 
anical wear. With the mobile machines referred to, the 
cost of treatment in situ has been brought down to 18 cents 
per sleeper, and to half this figure if it is applied during 
relaying. The treatment can be relied on to increase 
sleeper life by at least five years. 


Exports of Railway Material 


T= warning given last week by the Chancellor of the 

Exchequer, Mr. R. A. Butler, of the need for further 
improvement in exports brought home to the country at 
large a situation to which the wide range of industries 
serving railway requirements is paying continuous attention. 
Although small in relation to exports as a_ whole, 
railway materials have hitherto been in steady demand 
from overseas. The importance in value of locomotive 
exports makes it natural to look to their current trend in 
assessing prospects, but published figures in the Trade & 
Navigation Accounts of the United Kingdom do not give 
a true picture by themselves. For example, last year’s 
monthly average of all types exported was 87, while the 
corresponding figure for the first six months of this year 
was 80. Values of locomotive exports for the first six 
months of each year were £6,002,168 and £5,933,800. Such 
variations are inevitable in an industry where the process 
of changing over in a works from one large contract to 
another may occupy the best part of a year, and the figure 
is remarkable for its consistency considering the different 
sizes of the units involved. A time-lag must also be expected 
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before such factors as improved supply of materials are 
reflected statistically, one reason in this case being the 
necessity to build up a skilled labour force that may have 
been reduced during the period of shortage. At the present 
time the locomotive industry is expecting an easier position 
with respect to the supply of materials such as copper 
plates and steel sections, and a similar easement experienced 
by the suppliers of accessories will reduce delays to the 
completion of orders occasioned by shortages of individual 
parts. 

Improved steel supplies have been reflected already in 
the volume of wagon exports, both complete and parts. 
In the first six months of this year the total tonnage was 
51,041 (£5,441,057), having risen from 31,855 (£3,749,046) 
in 1952 and 23,747 (£2,571,833) in 1951. These figures 
represent to some extent the liquidation of a backlog 
accumulated while materials were short, but order books 
remain fairly full and the better steel position, by 
permitting quotation of early delivery dates, should be 
of assistance against Continental competition. This, 
however, is an industry in which conditions may change 
very rapidly and the upward trend in the figures 
quoted is viewed with caution in view of the certainty 
of increasingly severe competition. Coaching stock figures 
have not shown a corresponding maintained upward move- 
ment, tonnages for the first six months of 1951, 1952, and 
1953 having been 5,120, 6,214, and 4,557 respectively. 

It remains to be seen what effect the reorganisation of 
the steel industry will have on the manufacturing industry 
in general; the recent freeing from price control of 
assembled railway wheels and axles is a result of an 
adequate supply position and not of denationalisation. At 
least the anomalous situation of similar products being 
manufactured by nationalised and private firms has been 
ended. An aspect of the future for railway exports that 
modifies optimism is the advantage gained by some Conti- 
nental and Japanese manufacturers from _ reconstruc- 
tion and rehabilitation loans, which may in a way 
be considered as subsidising the competitive development 
of products in which this country has at the moment an 
established lead. Another factor that may assist com- 
petitors is the willingness of their governments to grant 
credits to prospective customers. There has been some 
easing of the attitude of the British Government in this 
respect, but it is unlikely to offer facilities on the scale 
sometimes practised elsewhere. These considerations affect 
prospects in the Latin-American countries, which in some 
branches of the railway industry are regarded as their most 
hopeful field outside the Commonwealth. The energy with 
which this field is being explored by personal contact and 
the inception of the scheme for training engineers from 
South America in this country may exercise a beneficial 
influence in due course. The position with regard to prices, 
so far fairly favourable to this country, depends in future 
on the trend of costs, which has not vet taken an encourag- 
ing turn. 


Increased Freight Traffic in South Africa 


THE most significant feature of the 1952-53 financial 

year on the South African Railways is the increased 
tonnage of goods traffic. The total of 68,331,644 tons, 
including coal and livestock, was 3,850,240 more than in 
the preceding year, and revenue under these heads in- 
creased by £1,486,658, from £74,009,751. 

The wagon stock is constantly being increased to cope 
with this expansion. In March, the last month of the 
1952-53 year, 209 wagons went into service and in April 
220, of which a large proportion was built in South Africa. 
Loadings continue to break records; on May 19 last, 
21,317 wagons, in terms of four-wheelers, were loaded, 
the highest figure ever recorded in a day. The railways 
also are conveying greater tonnages of coal and are main- 
taining their quota of 500,000 tons of coal a week from 
the mines of the Transvaal and Natal. The total receipts 
from the conveyance of coal between April 1 and June 27 
this year were £2,566,931, compared with £2,408,234 for 
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the corresponding period of 1952, but receipts from other 
classes of freight -at £15,499,394, compared with 
£16,048,653, were lower, despite the increased tonnage. 

The Port Elizabeth area of Cape Province has seen a 
considerable increase in goods traffic. In 1952 the tonnage 
handled was 2,101,257, compared with 1,476,901 in 1947, 
although working was much hampered by the lack of 
adequate marshalling facilities. Congestion at Port Eliza- 
beth has been greatly lessened by the opening of the New 
Brighton Yard on June 22. Goods trains no longer depart 
from Port Elizabeth but direct from the new yard. 

This yard, of which the total estimated cost is 
£1,086,950, contains 18 roads, with room for eleven more. 
It is one of a number of projects completed or in progress 
in the Cape Midland System, costing well over £8,000,000 
which include a new yard at Noupoort, large-scale devia- 
tions and regrading between Port Elizabeth and De Aar, 
reconstruction and replacement of important bridges, and 
harbour works. All these will ease the flow of traffic into 
and out of Port Elizabeth. When the new works are com- 
pleted between Port Elizabeth and De Aar the route will 
be one of the easiest between the interior and the coast. 

Since well before the war all new main-line locomotives 
imported have been general-purpose types, the largest 
capable of handling both the heaviest freight and passenger 
services. The aim is to evolve designs which will give the 
maximum availability in running. The increased goods 
traffic and consequent expansion of marshalling yards is 
reflected in the ordering of more powerful shunting loco- 
motives, of the 0-8-0 wheel arrangement, of which Fried. 
Krupp A.G. is completing 100 and the North British 
Locomotive Co. Ltd. is engaged on 25. Freight working 
on the main lines will be considerably eased by the putting 
into service of two batches of Garratt locomotives, total- 
ling 50, which Henschel & Sohn, G.m.b.H. is constructing; 
this firm is collaborating with the North British Locomo- 
tive Co. Ltd. in the building of 140 4-8-4 locomotives—- 
90 with condensing tenders—described in our May 12 issue. 


Economies in Engineering Maintenance 


HE great reduction in the number of passengers using 
American railways has forced the companies to 
economise in various ways. The case of the Illinois Central 
is probably typical. Branch lines closed include one 
57 miles long, which was the most costly branch on the 
system in bridge maintenance, as it had 2} miles of timber 
bridging and half-a-mile of steel bridges. Many other 
economies in engineering maintenance have also been 
effected, such as the replacement or reduction in length 
of timber trestle bridges by substituting embankments and 
pipe culverts for the whole or part of the timber structures. 
In the last three years 651 timber bridges with an aggregate 
length of over 10 miles, together with a further six miles 
of these bridges on the closed branches, or 16} miles in 
all, have been filled in or abandoned; actually they 
accounted for one-eighth of all the timber bridges and one- 
tenth of all the bridges, timber and steel on the system, 
so that the saving in maintenance costs resulting from 
their elimination was great. 

Another means adopted by the civil engineer of reducing 
maintenance has been the replacement of light by 
heavier rails and soleplates. Over half the system mile- 
age is now laid with 115-lb. or 132-lb. rails. Moreover, 
during the past five years the annual number of sleeper 
renewals has been reduced from 2,000,000 to 1,260,000 
as a result of improved sleeper treatment. The 740,000 
fewer renewals represent about $4,000,000 saved on this 
account annually, and further savings are assured. 

The improved standard of the track has also been largely 
responsible for a fall in the yearly number of accidents 
due to track defects during the past decade from 55 to 8, 
this latter being a constant figure for the last three years. 
In view of the increase in speed and weight of traffic this 
reduction is specially remarkable. Other economy measures 
include (a) modernisation of yards and terminals, (b) 
dieselisation, (c) strengthening of bridges to permit of the 
running of heavier engines and to eliminate speed restric- 
tions, (d) expansion of C.T.C. wherever economy could 
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thereby be secured, (e) the replacement of all automatic 
semaphore by colour-light signals, respaced to allow for 
higher speeds, (f) elimination of many level crossings, and 
(g) the mechanical protection of others in place of costly 
manning. 


British Transport Commission Traffic Receipts 


ATHER more than half the current year, the 28 weeks 
to July 12, ends with British Transport Commission 
traffic receipts only slightly exceeding those for the corre- 
sponding period of 1952, by £12,765,000. With the increases 
in costs already taken into account and foreseen, it is easy 
to see how Lord Hurcomb, Chairman of the Commission, 
could forecast for 1953 a working deficit “ not frightening 
in amount”; since his statement last month, however, the 
threat has appeared of considerable wage increases which, 
if granted, would aggravate the situation. For Period 7 
also, the four weeks to July 12, receipts from all carrying 
activities only just exceeded those for the same period of 
last year. The most remarkable of the results for these 
four weeks are those of British Road Services, which at 
£6,275,000 compare well with £5,851,000 for Period 7 of 
1952. This is an achievement in view of the impending 
sale of some of the assets of the Road Haulage Executive. 
Increased production and recovery in the textile industry 
have helped, but the increased receipts are largely the result 
of hard and skilful work during the past five years. 


| Four weeks to Aggregate for 











July 12 | | 28 weeks | 
_ __| Iner. or | | Incr. or 
1 | decr. | decr. 
| 1953 | 1952 1953 | 1952 
| £000 | £000 £000 £000 
British Railways— 
Passengers <a ..-| 11,192 | 10,749 |+ 443 | 57,615 | 55,832 |+ 1,783 
Parcels, etc., by passen- 
gertrain. ......| 3,056 | 2,796 |+ 260 | 20,153 | 18,669 + 1,284 

Merchandise & livestock 8,402 | 8,135 |+ 267 58,703 | 57,885 |+ ‘818 

Minerals ve aval 3,438 | 3,131 |+ 307 | 24,522 | 22,463 |-+ 2,059 

Coal & coke |... ...| 8,271 | 7,604 |+ 667 | 59,421 | 55,174 |-+ 4,247 

Total British Railways ... 34,359 32,415 + 1,944 220,414 210,223 + 10,191 
British Railways C. & D. 923. 883 + 40 6,254 6140 + 114 
British Road Services . 6275 5,851 + 424 42,209 41,519 + 690 
Road Passenger Transport : / _ 

Provincial & Scottish ...| 4,470 4,328 142 25,110 | 23,897 |-+ 1,213 
London Transport— : 

Railways... ... «| 1,343 | 1,395 /|— 52] 9,652} 9,493 /+ 159 

Buses and coache nao] Some 3,241 — 20 ~=—-21,361 20,563 + 798 

Trolleybuses & trams ... 703 767 64 4,868 5,200 — 332 

Total London Transport | 5,267 | 5,403 136 35,881 35,256 + 625 
Ships... oo coe asl “4D | 209 1+ «022 | S3et| Sasi— 9 
Inland Waterways : Carry- Siena 

ing— 

Freight charges ... oe 75 62 + 13 501 475 4 26 
Total from passengers... 21,626 21,166 + 460 120,933 117,291 + 3,642 
Total from freight, parcels, ems | a (te 

& mails ce ie 


. 30,984 28,995 + 1,989 214,817 | 205,694 


9,123 
TOTAL FROM CARRY- oe 
ING ACTIVITIES... 52,610 50,161 


+ 2,449 335,750 322,985 + 12,765 

The most encouraging results of British Railways for 
the four weeks to July 12 are minerals, which with coal 
class traffic exceed the 5 per cent by which rates have risen 
since last year. This shows at least considerable extra ton- 
mileage ; and in the case of coal, as the recent tendency 
to revert to the prewar pattern of shorter hauls to ports 
seems to have continued, despatches from pitheads prob- 
ably compare very favourably with those during Period 7 
of last year. Merchandise receipts at £8,402,000 do not 
exceed the corresponding figure for 1952 of £8,135,000 by 
an extent comparable with the 5 per cent increase in rates. 
They seem, however, to have remained steady in recent 
weeks, apart from the Coronation and Whitsun holidays ; 
doubtless the recovery in textiles and increased production 
again are the reasons. Ship receipts are up on the preced- 
ing period and on 1952. The increase over Period 6, 
£1,241,000 against £958,000, is largely seasonal, in respect 
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of passenger traffic to and from the Continent, the Channel 
Islands, and Ireland ; the slight increase over last year may 
perhaps be attributed to the increase in the basic currency 
allowance, with its effect on accompanied motorcar traffic 
to the Continent. As receipts are not shown by traffic 
routes, this can only be conjectured. It would be interest- 
ing to know what proportion of ship receipts are derived 
from the Irish and Clyde services. 

Fare alterations since last year vitiate comparison in 
the case of both British Railways and London Transport ; 
with the latter, receipts are less than last year from the 
Underground, buses and coaches, and trolleybuses; the 
bad weather this summer may have contributed to this. 


PERCENTAGE VARIATION 1953 COMPARED WITH 1952 


4 weeks to 28 weeks to 
July 12 July 12 
British Railways— 
Passengers ... 4-1 3-1 
Parcels put cae ane 9:2 6-2 
Merchandise & livestock 3:2 1-4 
Minerals... =a — + 9-8 9-1 
Coal & coke 8-7 7:6 
Total 5-9 4:8 
C. & D. Services ... “a es oon jab 4:5 1-8 
Ships ae _ we “na an ea 1-8 1-7 
British Road Services... ie oe asi ae 7-2 1-6 
Road Passenger Transport 7" ims “a - 3-2 5-0 
London Transport 
Railways es 3-7 1-6 
Buses & coaches ... 0-6 3-8 
Trolleybuses & trams 8-3 6-3 
Total 2:5 1-7 
Inland Waterways oi wis ae Fe? - 10:9 + 3-3 
Aggregate ... ae a site + 4-8 3-9 





British and U.S.A. Railway Freight Statistics 
(By a North Eastern correspondent) 


Slee British Transport Commission’s fifth annual report 

shows that the volume of freight train traffic was less 
in 1952 than in 1951 and differed in its component parts. 
The trend of freight traffic was downward also in the 
United States last year, but on a steeper slope owing to 
labour troubles in the steel and coal mining industries. In 
April the Association of American Railroads published Dr. 
J. H. Parmelee’s annual review of railway operations, which 
is of statistics all compact, and on May I5 another statistical 
statement was submitted to the Interstate Commerce Com- 
mission in support of the railways’ appeal that the present 
temporary surcharges on freight rates should become per- 
manent increases. There is thus ample material for com- 
paring the freight working results of our state-owned system 
with the performance of the privately-managed railways in 
the United States. 

When livestock is left out of account, British Railways 
originated 284,018,000 tons of freight traffic in 1952, an 
increase of 161,000 tons on 1951, but 4 per cent below the 
tonnage of 297,151,500 handled by the former companies 
in 1937. Last year’s ton-mileage was 22,391 million, 
510,650,000 below 1951 or 2:2 per cent; it was 21 per 
cent above the 1937 ton-mileage of 18,384 million, because 
the average haul had lengthened from 58 to 73 miles. The 
U.S.A. railways originated 1,383,000,000 short tons, equiva- 
lent to 4:3 times the tonnage of British Railways. That was 
94,000,000 below the 1951 tonnage, a decrease of 6-3 per 
cent, but 367,000,000, or 36 per cent, above 1937. Ton- 
miles totalled 614,813 million, a decrease of 31,808 million, 
or 4-9 per cent, from 1951. Compared with 1937, the haul 
of the average ton lengthened from 337 to 427 miles and 
ton-miles increased by 360,620 million, or 70 per cent. In 
contrast to the expansion of freight business over the pre- 
vious 15 years, last year’s set-back was of little moment. 
The U.S.A. railways still performed 24 times as much 
freight movement as British Railways. 

The A.A.R. issues a weekly return of wagon loadings 
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for 8 groups of commodities, together with a statement of 
wagon shortages, and a monthly commentary on the general 
transport situation, which bristles with pertinent facts and 
figures. The British Transport Commission is content to 
include a return of “ loaded wagons forwarded ” in the 4- 
week series of Transport Statistics, six weeks after the traffic 
has passed. In the aggregate, British Railways forwarded 
34,978,000 loaded wagons last year, 518,000 fewer than in 
1951, a decrease of 1-5 per cent. The decrease in mer- 
chandise loadings was no less than 607,000, or 4-3 per cent, 
and the decline continues in 1953 whereas more wagons are 
carrying minerals and coal. The situation in the States was 
exactly the reverse last year. Wagon loadings totalled 
37,983,000, a reduction of 2,516,000, or 6:2 per cent, but 
the largest decreases were 20 per cent in coke loadings, 12 
per cent in ore and 10 per cent in coal. In looking at these 
figures, we have to bear in mind that our wagons had an 
average capacity of 13-2 tons and a throughout load of 
7 tons; the American wagon, with a capacity of 53 short 
tons, carried a load of 32-5 tons. 

In 1952 the British train load of 159 tons was 2-65 tons 
less than in 1951. The U.S.A. railways were 5 tons short of 
the record load of 1,301 tons, made in 1951, but their aver- 
age train equalled seven of our small trains. Its speed of 
17-6 m.p.h. was six-tenths of a mile an hour above 1951 and 
set up a fresh record for progress between terminals, taking 
into account shunting time spent by train engines at way- 
side stations. The B.T.C. report states that 550 freight ser- 
vices were accelerated last year and over 800 more brake- 
fitted trains run than in 1938, but the average train speed 
of 8-65 m.p.h. was slower than in five of the six years from 
1933 to 1938. Only in the North Eastern and Scottish Re- 
gions was a speed of over 10 m.p.h. registered. 

Load and speed factors combine in the statistic “ net ton- 
miles per freight train hour ” to make it a reliable measure 
of the output of freight train working. On this basis pro- 
ductivity on our railways advanced from 990 in 1933 to 
996 in 1947 and to 1,133 in 1952, or by 14 per cent in all. 
Rather a poor return on the expenditure of considerable 
sums in providing additional facilities during these 15 years! 
The North Eastern Region was not to blame, for it set the 
pace for the rest of the country by advancing its output 
from 1,090 net ton-miles per freight train hour in 1947 to 
1,440 in 1952—a rise of 32 per cent. Yet that effort pales 
beside the achievement of the U.S.A. railways in more than 
doubling the amount of work done, lifting the output from 
10,974 ton-miles in a train hour in 1933 to 22,567 in 1952. 
Put in another way, the average American train did nine 
times as much work as a British train in a 1933 hour and 17 
times as much in a 1952 hour. 

The wonderful progress in U.S.A. railroading would not 
have been possible without liberal capital expenditures. 
During the seven years 1946 to 1952 these amounted to 
$7,825 million, an average of $1,118 million a year. Of the 
1952 expenditure, 70 per cent was allocated to equipment, 
especially diesel locomotives and freight wagons. Last year 
diesels handled 65-5 per cent of freight gross _ton- 
miles against 3-6 per cent in 1944; their use has helped to 
reduce operating costs and to improve traffic statistics. In 
much the same way the North Eastern Region of British 
Railways owes its present degree of mobility to the policy 
of its former owners in maintaining rolling stock efficiently 
and providing plenty of elbow room for traffic develop- 
ments. Facilities suffice for additional tonnage and there is 
a sound operating organisation prepared to deal with it. The 
problem of stopping the loss of merchandise is largely a 
commercial matter. The level of railway rates, the quality 
of service furnished and what our American friends call 
“ energetic solicitation ” are the chief factors in settling how 
traffic will be forwarded. In the first half of 1953 few 
workers were unemployed, wage levels were high and retail 
purchasing was on a profuse scale. Yet British Railways 
did not secure a fair share of the high-class commodities 
produced and requiring transport. Unless vigorous action 
is taken to alter that trend, our railways are in danger of 
becoming for the most part carriers of traffic passing in 
full wagon loads—and above all of raw materials. 


E 
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LETTERS TO 


July 31, 1953 


THE EDITOR 


(The Editor is not responsible for opinions of correspondents) 


Southern Pacific ‘* Atlantics ”’ 


July 17 
Sir,—The last of the Southern Pacific “ 3000” class 4-4-2 
locomotives illustrated on page 7 of your July 3 issue is 
one of a series fitted with boosters in the early 1920s. When 
I rode in the “Shasta Limited” from San Francisco to 
Portland in August, 1926, one of this class hauled the train 
of twelve cars, weighing 850 tons, from Oakland to Davis, 
72 miles, at a sustained speed of 56 m.p.h. on the level. 
From Davis to Gerber, with a load of 910 tons, the aver- 
age speed was 50 m.p.h. and the highest 63 m.p.h. 
Yours faithfully. 

VUILLEI 

58, Rue de Courcelles, Paris 8e 


A Piston Rod Flaw 


July 4 

Sir,—An interesting case of a peculiar flaw in a piston 
rod was observed in April this year in these works. On 
April 9, while engine No. 938 (a 2-8-0 goods) was steamed 
up for despatch after receiving its periodical overhaul, a 
report was received that, during testing of the engine steam 
was found escaping from the right crosshead cotter way. 
Investigation disclosed that when the right crank pin was 
in the bottom centre with the reversing lever in fore gear, 
on Opening steam a very strong blow was seen to emerge 
from the crosshead cotter way along the crosshead cotter. 
This strange escape of steam from a place where it had 
no business to be aroused considerable interest and the 
despatch of the engine was held up for further examina- 
tion of the piston rod. 

On removal of the piston rod, which was a new one, it 
was found that a peculiar “piping” existed along the 
centre line of the rod extending the full length from the 
crosshead cotter way right up to the small cotter way at 
the head-end, where a securing cotter for locking the piston 
head nut in position is fitted. 

Further investigation revealed that this new piston rod 
was one of a batch of 17 rods manufactured together about 
three months earlier. These piston rods were made from 

4 in. square billet, class 1V steel (carbon content—-35 to 
-45 per cent). No surface defect was found in machining 
and the narrow “ piping” along the centre line escaped 
detection at the time of slot drilling the cotter way. There 
was no indication of this flaw at either end of the piston 
rod. It was strange that such a “ piping” should have 
come finally to show itself in a finished piston rod just 
along the centre line. 

I am enclosing one copy each of the photographs of 
this rod (an end view taken from the crosshead end and 
a general view of the rod after suitably cutting off two 





portions along the length so as to lay bare the “ piping ’’). 
In the end view photograph, the light area is the piston 
rod cross-section at the taper (crosshead) end, the dark 
length is the crosshead cotter way, and the black central 
portion is the “ piping.” In the general view, the “ pip- 
ing * can easily be seen both in the centre of the rod where 
a suitable portion has been cut away as well as at the piston 
head end of the rod where also a portion including a little 
of the threaded length has been cut away. 
Yours faithfully, 

J. M. KAPUR 

Works Manager 
Eastern Railway Locomotive Works, 

Jamalpur, Bihar, India 


The Harrow Accident 


July 20 
Sir,—Mr. E. R. B. Roberts’ cut-and-dried explanation 
in your July 17 issue of the cause of the Harrow disaster 
might, had it been given earlier, have obviated the need 
for an Official inquiry. Not having been present myself 
on the footplate of the engine of the up express I hesitate 
to say whether or not his explanation is the correct one. 
As to the suggestion that every distant signal be made 
a “stop” signal so that drivers would have to make an 
application of the train brakes at least a mile in advance, 
a moment’s thought will show that most semaphore signals 
cannot be sighted from that distance, and unless a driver 
has a positive indication that a stop signal is “ off ” he will 
be prepared to stop his train at that signal. The effect of 
Mr. Roberts’ suggestion on high-speed, confident running 
can well be imagined. 
Yours faithfully, 
P. S. LYNCH 
30, Richmond Road, Cambridge 


July 10 

Sir,—May I now draw attention to an extraordinary 
statement reported in the Press on October 17 last as 
having been made by the Chief Inspector of Railways con- 
cerning the Harrow & Wealdstone accident: “I have... 
read in some of the Press that the Manchester train was 
running five minutes late and would not have been there 
but for that fact and that that was contributable (sic) to 
the collision. Of course, nothing could be more untrue 
or unfair than to say that the late running of the train con- 
tributed to the second collision.” 

It may perhaps be “ unfair”; that is a matter of opinion. 
But that it was only too true no-one who read the evidence 
can have any doubt. Since the witnesses agreed that the 
second collision came a matter of seconds after the first, 
it is clear that had the Manchester train been even one 
minute less late than it was, it would have been well 
through Harrow & Wealdstone Station before the first 
collision occurred. Similarly, had the Perth train been less 
late than it was, it could not have hit the local train that it 
did hit (though it might have hit an earlier train owing to 





(Left) End view and (above) general view showing flaw in piston rod 
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the fog). What is the use of trying to gloss over these plain 
acts? An analysis of the proportion of serious accidents 
a which late trains were concerned should be made, and 
night yield important conclusions. 

One further point: it was stated in evidence that the 
erth train, of 11 coaches, carried only 90 passengers. 
\llowing for vans, it would seem that fewer coaches than 
{1 would have been ample for the traffic, and thus the 
everity of the first impact would have been lessened. Not 
only so, but if the lateness of the Perth train was not wholly 
iue to fog, but even a little of it due to its weight, a lighter 
train would have been less late, and so the first impact 
night well not have happened at all. Letters in the Scot- 
iish daily Press have more than once pointed out that 
Perth-London trains are usually far heavier than the traffic 

arrants. 

A point not clear is this: did the Harrow signalman 
accept the up Perth train without giving the “ warning” 
signal, “Section clear but station blocked,” 3-5-5 rings 
on his bell ? This would have caused the Perth train to be 
hecked and warned at the previous cabin; and would 
have been the normal procedure in such circumstances 
(would it not ?) on the old Scottish railways. Many, many 
times have I heard this done on the “Caley” and High- 
jand lines. 

Yours faithfully, 
LET JUSTICE APPEAR 
9 Marine Terrace, Aberystwyth 


[The Harrow signalman accepted the Perth train under 
the ordinary block telegraph “line clear” signal, and was 
in order in so doing as he had an outer home signal, 440 
yd. from the inner home signal, against the train, with of 
course the colour-light distant. He also had well over the 
range of clear visibility from the signal box required to 
allow him to do so. The bell signal referred to by our 
correspondent would not in any case be in use at such a 
box as Harrow. 

The argument that if circumstances had been different 
the results would have been so too, applies to every acci- 
dent. Signalling is provided to cover the case of a train 
being late or otherwise running out of course, etc., and 
there should be no danger if the apparatus is in proper 
order, worked in accordance with rule, and the signals in 
turn obeyed by those to whom they are addressed. That 
we can rely on this generally has to be pre-supposed, for 
it it were not, the carrying on of railway traffic would 
become a virtual impossibility —ED., R.G.] 


Electric Locomotive Development 


July 17 

Sir,—With reference to your editorial note in the July 10 
issue, regarding another French electric prototype loco- 
motive, I have always believed and have constantly pointed 
out in the Press and in I.E.E. lectures that the Bo-Bo loco- 
motive should be capable of handling practically all traffic 
providing that the adhesion factor can be made to approach 
that of a coupled-wheel steam locomotive. Certainly in 
this country there should not be any need to go to the 
Co-Co wheel arrangement. One recognises that the six 
motors make it easier with high-voltage d.c. to provide an 
economical control system. 

Mr. J. C. Grant in his article of July 10 rather thinks 
that the a.c. converter locomotive is doomed to extinction 
in competition with its mercury-are rival. I most em- 
phatically do not think so. There is, of course, no doubt 
that the rectifier will find an extensive field of application 
especially on moderate-speed freight work, but for ultra 
high-speed work with heavy trains, I am unable to see 
how the rectifier, as at present developed, can compete 
with a converter locomotive, especially of the phase- and 
frequency-converter type. 

As more field work is carried out, manufacturers will 
find that higher induction values and higher peripheral 
speeds can be employed, giving motors a hitherto unheard- 
of power/weight ratio. High adhesion factors will enable 
Bo-Bo locomotives to be used. 
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At a recent lecture of mine, several questioners pointed 
out that lack of clearance in existing tunnels precludes the 
use of 25,000-volt overhead wires. If a standard secondary 
voltage on the main transformer can be agreed on, I do 
not see any insuperable difficulties in the way of having 
a low voltage (say 1,000) on a third rail in the tunnel, the 
third rail shoe feeding direct to the secondary circuits. 

Yours faithfully, 
H. CHARNLEY 
* Brook House,” Clayton-le-Woods, near Chorley, Lancs 


Barrow-Fleetwood Steamer Service 


July 16 

Sir,—Anyone studying a map of the north-west Lan- 
cashire coastal area must be struck by the excessive dis- 
tance, by both road and rail, of the holiday district of 
Blackpool and its satellites from the Furness and Cumber- 
land coasts. 

Up to the first world war, the Furness Railway operated 
a very efficient steamer service during the summer between 
Barrow and Fleetwood, which served the twofold purpose 
of providing a short direct link between the two areas 
and also a two-way excursion service. For some reason 
the service was never revived, although the two steamers 
were returned from war service. 

I believe it possible that one or two of the British Rail- 
ways Clyde steamers may become redundant in the near 
future, which seems a golden opportunity to restore the 
Barrow-Fleetwood service without the cost of providing a 
new vessel. 

If such a service were revived, it would have a monopoly 
of short-distance sea excursions from the ports concerned. 

Yours faithfully, 
ERNEST A, NURSE 
58, Jersey Avenue, St. Anne’s, Bristol, 4 


Higher Fares in France 


July 17 

Sir,—In an editorial note in your May 22 issue, the state- 
ment is recorded that even after the present 25 per cent 
increase, “* French fares are still below those of neighbour- 
ing countries, except Spain.” 

Although it is hard to compare fares in different countries 
because of varying practice as to fare concessions which 
may seriously affect the average cost per passenger mile, 
I have tried to equate the ordinary single and return fares 
in those countries bordering France and find that far from 
being the cheapest, the French fares are in most cases 
among the most expensive. 

The actual single fares in France work out at 4-18d., 
3-07d., and 2-46d. per mile in first, second, and third classes, 
respectively, compared with 2-625d., 2-185d., and 175d. in 
first, second, and third classes in the United Kingdom. 
Also, as in Great Britain, there is no reduction for ordinary 
return fares. 

The fares in the various countries from the cheapest to 
the dearest come out as follows :— 


First and Second Classes : Single 
British Railways 


Third Class : Single 
British Railways 
D.B. 


g, I. 

2. S.N.C.F. (France) I 

3. D.B. (Germany) 3. S.N.C.B. 

4. S.N.C.B. (Belgium) (short distances) or 4. S.N.C.F. 
S.B.B. (Switzerland) (long distances) x - Sa 

5. S.B.B. (short distances) or 


S.N.C.B. (long distances) 
Therefore the French third class fare is almost the dearest 
and the British the cheapest. 
Yours faithfully, 
G. HAFTER 
107, Mortlake Road, Kew 








INSTITUTE OF TRANSPORT: BEDS., CAMBS,, & HUNTS. SECTION.— 
The area of the Beds., Cambs., & Hunts. Section of the Institute 
of Transport has been adjusted to include members of the 
Institute of all grades in the Newmarket and Bury St. Edmunds 
area of West Suffolk, hitherto included in the area of the East 
Anglia Group. 
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Praise for British Railways Catering 

I travel quite a lot at home and over- 
seas, and am most impressed with the 
improvements in British Railways 
refreshment facilities in all Regions in 
recent months. 

The standard of service, variety and 
quality of food, and value for money 
ia most refreshment rooms is in pleasing 
contrast to the conditions prevailing a 
year or so ago.—From a letter to the 
“ Daily Mail.” 

Single-Minded 

The former Caledonian’ Railway 
single, No. 123, has evoked much ad- 
miration from visitors to the Royal 
Journeys Exhibition. While it was in 
London, the daughter of a former 
driver of this engine came up specially 
from Glasgow to see it. Its elegant 
appearance was greeted with enthu- 
siasm by children of all ages. An eight- 
year-old boy rushed under the barrier 
even before his parents had had time 
to pay and shouted excitedly: “It’s 
the most beautiful thing I have ever 
seen in my life!” 

Relief for the Roads 

The largest numbers of road accidents 
occur in and around the larger towns, 
and one cause is the amount of buses 
and cars required to transport people 
daily to and fro. Improved and cheaper 
rail services would attract many to the 
trains, which are safer for themselves 
and others. In reducing the suburban 
services, the Railway Executive seems 
to have overlooked one vital economy 
—human life—in favour of another— 
pure finance.—From a letter to “ The 
Observer.” 


Oldest C.N.R. Locomotive 


One of the three veteran locomotives 
used for hauling the Canadian National 
Railways museum train (described in 
our May 29 issue) is illustrated in the 
photograph reproduced below, where 
it is shown working in ordinary goods 
No. 674, a 2-6-0 built in 1899, 


service. 
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is the oldest locomotive in service on 


the system. It is proposed that after 
the tour the locomotive should be pre- 
served as a permanent public exhibit. 


Competition Cut the Price 
I was born within the sound of Bow 
Bells—at the Stock Exchange, sixty- 
three years ago. I remember distinctly 
the opening of the Twopenny Tube, 
from the Bank to Shepherd’s Bush, and 
the song that was published referring 
to it:— 
All through the Tup’ny Tube, 
The tube that’s come to stay, 
Shepherd’s Bush to London— 
Tuppence all the way. 
Time they say saves money, 
So save your £-s-d, 
Goodbye omnibus, the 
Tup’ny Tube for me. 
From a letter to “The 
News.” 


Evening 


Errant Signals 

Plans for installing A.T.C. in Britain 
recall the long story of the struggle for 
high speeds with safety on the railways. 
In the early days Brunel tried various 
plans with only limited success. One 
scheme stipulated that there should be 
one or two passenger coaches in the 
middle of trains with loaded _ coal 
wagons in front and behind to take 
the shock of a collision. Another was 
to minimise the effect of a head-on col- 
lision by a kind of feather-bed buffer. 
It was in the 1870s that elaborate 
attempts to protect passengers by means 
of automatic brakes were carried out. 
The use of signals was not regarded 
as essential in the early days. Brunel 
himself was against them on_ the 
grounds that “ you can hang an errant 
signalman but not a signal.” On the 
first two railways carrying passenger 
traffic there were no signals of any 
kind. The first signals on the Liverpool 
and Manchester line came into use in 
1834. It was thought that, failing sig- 
nals, time would overcome difficulties. 
If a train did not arrive at a central 





Canadian National Railways 2-6-0 No. 674, built in 1899, working a goods 
train before being allocated to its present duties on the C.N.R. museum train 
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station within 20 min. of its booked 
time a pilot engine was sent off in 
search of it and the driver had to use 
his own judgment as to what was to 
done if he found a goods train blocx- 
ing the line or an engine failure in a 
passenger train. But on the whole 
Brunel’s reason for refusing to favour 
an automatic signal system was almost 
universally accepted.—From “7 
Manchester Guardian.” 


oa 


Parlous Progress 

(See the Scrap Heap for July 24) 

A correspondent writes that earlicr 
this year a friend travelling from the 
Hook of Holland and wishing to change 
to a higher class of carriage in the 
* Rheingold,” went to the booking office 
at Rotterdam only to find the train 
pulling out as he returned. 

He managed to jump on to the step 
of the restaurant car, but could not 
enter because of bottles blocking the 
door. A message was sent to the train 
and restaurant car staff who went to help 
him. In so doing, he states, they nearl\ 
pushed him off. He received a severe 
scolding from the guard, instead of the 
loss of his holiday currency allowance 

Survival of the Snooze 

There is one place where the snooze 
is still able to flourish, and that is in 
the railway carriage... . Purely physical 
reasons may be advanced for this—the 
mesmeric movement of the telegraph 
wires, the lullaby of the wheels—but a 
subtler explanation suggests itself, one 
that would account for the decline o! 
the snooze elsewhere. A railway jour- 
ney, whatever its limitations, provides 
an unparalleled opportunity for mental! 
relaxation. The passenger is insulated 
from telephones, bells, messengers, and 
unbidden guests. Above all, conscience 
sleeps since there is no possibility, fo: 
a blessed hour or so, of doing all those 
things which still remain to be done. 
From “ The Times.” 

Gliding Down From Bangor 

After-dinner speakers ought to be 
warned to delete the words “Belfast to 
Bangor line” from their list of funny 
topics. I am told that the new diesel 
trains are setting standards that would 
have made the old Co. Down company 
dizzy. They are fast—the journey is 
generally shortened—and the trains 
come and go “like clockwork.” The 
tardy passenger can no longer count 
on a train being a few minutes late— 
they are running dead on_ time. 
Passengers have come to like them and 
they are carrying great loads of people 
to Bangor and back (but not for a 
“bob,” as the old Co. Down company 
was so proud of doing). Six-coach 
diesel trains are now a commonplace. 
This report arouses fresh regret that 
the U.T.A. is not allowed to reopen the 
Belfast to Comber section of the line 
for the operation of diesel trains.— 
From the ‘“ Belfast News-Letter.” 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 
Natural Handicaps of S.A.R. 


The Minister of Transport, Mr. P. 
©. Sauer, speaking at Capetown 
recently, said that the South African 
Railways were greatly hampered by 
steep gradients of the country. The 
steepest gradients in South Africa, on the 
line from the Cape to the Rand, were 
i in 40. That meant that trains could 
nove only about 500 tons at a time, 
needing five trains to carry the tonnage 
that one engine could haul up 1 itn 
200. These factors, said the Minister, 
should be taken into account when 
issessing the work of the South African 
Railways. 

Long distances between cities and a 
comparatively small population, he 
went on, made it hard for the railways 
to operate as profitably as railways in 
more densely populated countries with 
short hauls. Another problem was the 
scarcity of water. Few people realised 
that the railways consumed more water 
daily on the run from Touws River to 
De Aar than did the City of Bloem- 
fontein. Mr. Sauer then referred to the 
new condensing locomotives on order, 
which it is hoped will solve the water 
shortage problem prevailing in the drier 
districts. 


Class “* 25NC ” Locomotive Tested 


The first condensing locomotive has 
been completely erected and tested at 
the Salt River workshops. This is one 
of the “25NC” class described in our 
May I5 issue. 

These locomotives soon will be 
operating on the Touws River to De 
Aar section, about 350 miles, without 
intermediate watering. 


NEW ZEALAND 


Arrangements for Royal Tour 

Royal train arrangements are under 
discussion between the Railways De- 
partment and the organising staff for 
the Royal tour in 1953-54, 

No new vehicles are to be built, but 
trains will be made up from Viceregal 
and other saloons in either island, so 
that no transfer of stock will be neces- 
sary between the North and the South 
Islands. The coaches to be used by the 
Royal party will be those built in 
1934 for the tour of the Duke of 
Gloucester, one of which has been kept 
in either island for Viceregal use ; only 
slight internal modification will be 
necessary. 

In the North Island, the Royal train 
will be hauled by two “ Ja” class loco- 
motives, the leading one of which will 
bear the Royal arms. The Royal car 
will bear the Royal arms on either side. 
At the present stage of planning, it is 
proposed that this train will comprise 
eight vehicles, there being besides the 
Royal coach, a brake van, and coaches 


(From our correspondents) 


to accommodate the small official party 
and its staff, executive officers, staff of 
the Railways Department, representa- 
tives of the Press and so on, with dining 
and kitchen facilities. 


CANADA 
C.N.R. Tours Department 

Creation of a new department of 
tours by Canadian National Railways 
to plan holiday travel for individuals 
and groups is announced by Mr. O. A. 
Trudeau, General Passenger Traffic 
Manager for the system. Tours will 
range from weekend to month or longer 
trips starting from principal cities across 
Canada and in the U.S.A. Inclusive 
tours can be arranged at any C.N.R. 
ticket office and through travel agents. 

The new plan has two aims: to 
encourage Canadians to get to know 
their country better; and to induce more 
persons from the U.S.A. to visit 
Canada. 


Rates for Timber Haulage 


The Board of Transport Commis- 
sioners reserved judgment on June 29 
on an appeal against a $1,000,000 a 
year railway freight-rate increase on 
West Coast timber consigned to 
Toronto, Montreal and other Eastern 
Canadian markets. The rate increase 
was imposed by the railways on Mav | 
when it decided that West Coast timber 
moving to markets east of the Great 
Lakes should be in the ‘competitive ° 
rate class, thereby withdrawing it from 
the $7,000,000-a-year Federal railway 
‘bridge’ subsidy on hauls between 
Eastern and Western Canada. The 
effect of the increase, suspended by the 


Freight Train Working 


board pending the outcome of the 
appeal, was to raise timber rates by 14 
cents a 100 Ib. on hauls between Van- 
couver and Toronto and by 14} cents 
between Vancouver and Montreal. 

Consignors of timber and other forest 
products in Oregon and Washington 
complained that their rates were out of 
line with those of their Canadian com- 
petitors to Eastern Canadian markets 
because the Canadians were obtaining 
the benefit of the * bridge subsidy’ re- 
duction. For the railways it was said 
that allowing West Coast timber to par- 
ticipate in the subsidy had been an 
error. Timber should have _ been 
properly classified in the ‘competitive’ 
rate group which cannot participate in 
the subsidy. 


UNITED STATES 
Air Competition 

In 1952, for the first time on record, 
the number of passengers making flights 
by the regular internal air line services 
in the U.S.A.—9,775 million passenger- 
miles—exceeded the sleeping and parlour 
car passenger mileage, which totalled 
9,504 million only. In 1946 the figures 
were 5,903 and 19,801 million miles re- 
spectively, so that in six years the air 
proportion of the combined total has in- 
creased from 23-0 to 50-7 per cent. In 
1949 the air lines started a new form of 
cheaper travel, corresponding to third 
class or “ coach ” travel on the railways; 
by 1952 this had grown to 2,346 million 
passenger-miles, or 10-6 per cent of the 
combined air and railway passenger 
mileage. The mileage in railway 
* coaches,” including —season-ticket 
holders, totalled 19,738 million miles. In 


on the Kenya Plateau 
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Oil-fired Beyer-Garratt 4-8-2 + 2-8-4 locomotive No. 5003 “* Toro,” built 
in 1928, on Eldoret to Nakuru goods train at Timboroa, 9,000 ft. above 
sea level, the highest station on the East African Railways 
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1946 the passenger coach mileage totalled 
39,039 million, but in a single year it 
had dropped to 27,660 million, just as the 
sleeping and parlour car passenger-miles 
fell from 19,801 to 12,261 million in the 
early stages of the great slump. 


The Susquehanna out of Receivership 


On June 3 the New York, Susque- 
hanna & Western Railroad became 
solvent, for the first time for sixteen 
years, and Mr. Henry K. Norton, 
trustee since 1943, became President 
& Chairman of the reconstructed 
company. Mr. Norton is also a com- 
missioner of the New York City Transit 
Authority. The N.Y.S. & W. operates 
a fast suburban passenger service be- 
tween Paterson, New Jersey, and 
Susquehanna Transfer, outside New 
York, from which motorbuses operate 
into and out of the heart of the city at 
Times Square. The remainder of the 
120-mile system carries freight only. 
The improvement in the fortunes of the 
railway has been brought about mainly 
by the substitution of diesel-electric for 
steam power. 


ITALY 


Blame for Frequent Mishaps 


The increasing recurrence of rail- 
way mishaps in Italy in recent months 
—the last of a long series took place 
recently on the Rome-Avezzano-Pes- 
cara main line near Tagliacozzo—has 
caused the General Management of the 
State Railways to issue a circular stress- 
ing that, according to the findings of 


Publications Received 


Die Alte Schienenstrasse Budweis— 
Gmunden. (The Old Budweis and 
Gmunden Railroad.) By Karl Feiler. 
Vienna. Scholle-Verlag. 94 in. x 63 in. 
160 pp. with 39 illustrations and 
gradient diagram. No price stated.— 
This is a complete account of a remark- 
able enterprise, the horse-operated, 3 ft. 
74 in. gauge line which ran from Bud- 
weis (now Ceské Budejovice) through 
Linz to Gmunden, in Austria-Hungary. 
The author gave a short description of 
it in “Aus dem Reich der Schiene,”’ 
published in 1949. The Budweis—Linz 
section arose from a desire to provide 
better communication, chiefly for the 
conveyance of salt. between the Danube 
and the Moldau (Elbe). The first sug- 
gestions were for a canal but as many 
locks would have been necessary Josef 
von Gerstner proposed a railway. A 
company was formed in_ 1826. 
Gerstner’s son Anton took over the 
supervision, but after differences with 
the promoters was succeeded by 
Matthias von Schénerer, who completed 
the line. The first section was opened 
in 1827 and soon after the line was 
extended to Gmunden. In 1857 the 
undertaking was absorbed by the com- 
pany operating the Vienna—Salzburg 
line, which converted the Budweis— 
Linz portion to standard gauge on a 
new route in 1869 and adapted it for 
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the inquiries after each mishap, ele- 
mentary disregard of working rules 
had been at the root of almost every 
case. It has been established that in 
some cases the speed limits were much 
exceeded. The circular letter reminds 
station staffs, enginemen, and so on, of 
the necessity of strict compliance with 
regulations; and it enjoins severe dis- 
ciplinary action in all cases of proved 
neglect of duty. 


Genoa—Ventimiglia Doubling 


The second track on the five-mile 
section between Loano, 47 miles west 
of Genoa Principe, and Albenga, was 
completed in time for double-track 
working to be adopted with the intro- 
duction of the summer timetable on 
May 17, thereby improving the 
schedules of trains between Genoa and 
the French frontier. 


FRANCE 


Railcar Services 


The S.N.C.F. is operating daily some 
107,000 miles of passenger services by 
railcar in comparison with approxi- 
mately 90,000 miles in 1950 and 49,000 
miles in 1936. The number of rail- 
cars now in service is 824, and there 
are also 306 trailers and 289 other 
vehicles acting as trailers. 

It is the ultimate aim to operate a 
daily railcar mileage of 130,000, which 
will require 1,086 railcars and 827 
trailers. It is hoped that the necessary 
building will be completed by 1957, 


haulage by locomotives. The Linz- 
Lambach section was abandoned when 
a main steam line was constructed from 
Vienna through Linz, Wels and Lam- 
bach to the West, but from Lambach to 
Gmunden the old line remained in ser- 
vice and was converted to standard 
gauge in 1903. 


Engineering Field (“Technical cum 
trade journal”): Bombay, Hiranand R. 
Shahani for Columbia (Eastern) Cor- 
poration, Lotus Building, Hornby Road, 
Fort. Vol. I. No. 1. April, 1953. 
71 pp. 11 in. x 84 in., illustrated. Price 
Rs.2.—This first issue of a new 
monthly journal covering Indian and 
foreign engineering work, includes 
articles on topical technical subjects and 
such matters as the first five-year plan 
in India with special reference to engi- 
neering development. 


Norway and the Bergen Line. A Cen- 
tenary Publication. By Wilhelm Keil- 
hau. Bergen: The Bergen Line. 10 in. 
x 74in. 369 pp. No price stated.— 
This is a shortened version in English 
of the original history in Norwegian of 
the oldest shipping line in Norway. 
The Bergen Line inaugurated sailings 
between Bergen and Hamburg in 1853, 
but not until 1890 was direct connec- 
tion with England established by a ser- 
vice to Newcastle; the choice of New- 
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when approximately 45 per cent of 
regular train services and 75 per cent of 
local and short-distance through trains 
should be operated by railcar. 

Since 1946, 250 additional railcars 
and 225 extra trailers have been put in‘o 
service on local and_ short-distance 
through trains; this has enabled the 
building programme for building stock 
for local stopping trains to be deferred, 
with the exception of 100 vehicles put 
into service in 1951. 


POLAND 
Gdansk-Gdynia Line 


The building of an electric line be- 
tween Gdansk (formerly Danzig) and 
Gdynia is nearing completion. The 
Gdansk-Sopot section has been in use 
for some time. All excavation work 
between Sopot and Gdynia has been 
completed, and tracks and cable have 
been laid. 


Electrification 


Electric express trains from Warsaw 
will take only 34 hr. to reach Stalino- 
grod (formerly Katowice) when the 
electrification of this 197-mile section is 
completed. Work is well advanced and 
is now concentrated on the Zyrardow- 
Czestochowa section, where the erection 
of pylons and the laying of overhead 
cables is almost complete. 

Electrification between Koluszki and 
Lodz will begin before the end of the 
year. Inauguration of electric working 
between Warsaw and Lodz line is 
planned for the autumn of 1954. 


castle as the British port was influenced 
by its situation on the East Coast main 
line. The service was improved in the 
summer of 1928, when the passage up 
the Tyne was shortened by the opening 
of the new berth at Tyne Commission 
Quay, and by the provision of a direct 
railway connection between the quay 
and the main line at Newcastle. The 
importance of the Bergen-Newcastle 
route was much increased in 1909 by 
the completion of the railway between 
Bergen and Christiania (now Oslo); and 
introduction of diesel train services 
on this line has further accelerated the 
journey over what has long been the 
quickest surface route between London 
and Oslo. 


Enamelled Winding Wires—Characteris- 
tics of the Fifty-Three range of 
enamelled winding wires are shown in 
a leaflet issued by British Insulated 
Callender’s Cables Limited. They have 
been introduced for applications where 
the requirements of winding, coil pro- 
cessing, and subsequent service condi- 
tions cannot be fully satisfied by con- 
ventional oil-base enamel conforming 
to BS. 156:1951, and particularly 
where increased resistance to abrasion, 
heat-ageing, and solvents is necessary. 
The wires are supplied in a range of 
conductor sizes from 0.002 in. to 0.08 
in. dia. to British, metric, and other 
recognised standards. 
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Selecting New Entrants to Footplate Grades 


Intelligence tests as aid to normal interviewing methods 


HE recruitment of staff for the rail- 
ways continues to be a pressing 
problem, especially of young men for 
the operating grades, and in this respect 
the shortage of suitable candidates for 
the footplate staff has been particularly 
acute. The problem is not merely that 
of finding sufficient new recruits to re- 
place vacancies caused by normal was- 
tage, namely the deaths and retirements 
of the older enginemen, but also of 
keeping abreast with the resignations 
of younger men who fail to settle down 
to the life of an engineman. The reason 
given, in the majority of cases, for resig- 
nation is stated simply as “the hours”, 
for in spite of the most reasonable and 
equitable arrangements between 
management and staff in relation to 
rostering, it is impossible to avoid the 
necessity for signing-on times covering 
all hours of day and night. 

Moreover, as the timekeeping of 
trains depends on punctual arrival for 
duty, greater reliability is expected of 
an engineman than of the individual 
factory worker whose temporary ab- 
sence from work seldom has serious 
repercussions on the activity of the 
workshop. At the same time, by reason 
of the peripatetic nature of his duties, 
little can be done to improve the lot of 
an engineman by way of modern in- 
dustrial amenities, although it is recog- 
nised that there is room for improve- 
ment in the washing and messing facili- 
ties available at some motive power 
depots, the provision of which has been 
retarded by restrictions upon capital ex- 
penditure. 


The Social Problem 


Off duty; an engineman has always 
had to adapt himself to the difficulties 
of taking meals at odd hours and of 
sleeping in a busy, noisy household. His 
leisure hours seldom coincide with 
those of other members of the family 
or with organised social activities out- 
side the home. If he is a young man 
living in lodgings, his domestic prob- 
lems are all the more acute, for people 
nowadays are not glad to have lodgers 
with such an eccentric mode of living. 
Social changes are, indeed, responsible 
in a large measure for slow recruitment 
in transport undertakings generally. 

Whether or not new entrants to the 
footplate grades eventually adapt them- 
selves to these conditions, is very much 
a matter of individual trial and error ; 
consequently, there are bound to be 
losses between entry into the railway 
service and eventual promotion to the 
grade of driver. These losses may, how- 
ever, represent a high percentage of the 
original intake, and they are serious not 
only on account of the fluctuations 
caused in the manpower available for 
traffic working, but also because the 
time spent on each individual by way 
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of interviews, medical examinations, 
clerical records, tuition and the pro- 
vision of clothing and equipment is so 
much time wasted if he fails to become 
a permanent and satisfactory member 
of the staff. 

The extent of the losses is bound up, 
of course, with the opportunities which 
exist in any particular area for men to 
find alternative employment of a more 
attractive kind. In such circumstances 
it is difficult to pick and choose the new 
entrants, but it is true to say that losses 
may be greatly reduced by careful 
methods of selection. It has been 
proved that indiscriminate recruitment 
is unwise in the long run. Constant 
changes amongst the staff create an un- 
settled atmosphere, which in turn con- 
tributes to a high wastage rate. 


Recruitment Improving 


There are signs that the number of 
youths offering themselves for employ- 
ment has greatly improved in recent 
months, and at some depots the num- 
ber of prospective engine cleaners 
exceeds the number of vacancies. The 
co-operation of Youth—-Employment 
Officers deserves acknowledgement, for 
they are able to bring to the notice of 
boys of the age of 15 to 16 years the 
advantages offered by a footplate career. 
Many are attracted by the prospect of an 
open-air life, with comparative freedom 
from direct supervision. There is plenty 
of variety in the work, and a sense of 
individual importance in the scheme of 
things. These features are the antithesis 
of a life under factory conditions; in 
fact, many of the recruits over 21 years 
of age are the result of a reaction against 
more circumscribed conditions of em- 
ployment. 

If he is to survive the hardships and 
discouragements in the early years of his 
career, the potential engineman must be 
able to fend for himself. For example, 
he must learn to prepare an engine for 
service without constantly being told 
what to do, and when he arrives home 
in the middle of the night, he must pre- 
pare his own meal. Besides physical 
stamina, he must have the mental capa- 
city to reason out for himself the why 
and wherefore of mechanical things; an 
aptitude which is not so common as one 
might imagine. These qualities are not 
easy to determine at the selection stage. 
Some interesting observations have been 
made at one large motive power depot, 
by the use of a progressive matrix type of 
intelligence test which was introduced 
after joint consultation between local 
management and staff, largely at the re- 
quest of the staff representatives for more 
stringent conditions of entry. The test 
has been used to supplement the usual 
interview, and individual results have 
been interpreted with discretion. 

After testing many hundreds of appli- 


cants over a period of several years, per- 
haps the most striking conclusion is that 
the average boy of school-leaving age is 
quite capable of attaining a high standard 
of intelligence rating. Less than 2 per 
cent show sub-normal development. The 
standards of reading and writing may 
not always be above reproach, but bear 
little relationship to native intelligence. 
The results of the test make it easy to spot 
applicants who are below average, a fact 
which might otherwise pass unnoticed. 
Conversely, an exceptionally high intel- 
ligence rating suggests at once that the 
individual may be a quick-witted, highly- 
strung type of person who would be 
better employed in a non-manual capa- 
city. A common applicant of this kind 
is the keen engine spotter, whose enthu- 
siasm for locomotives may quickly dis- 
appear on closer acquaintance with them 
if he does not at the same time possess 
physical and mental robustness. 

In a busy depot office the use of an 
intelligence test has distinct advantages. 
The supervising clerk is free to attend to 
other work while the applicant is per- 
forming it. By the nature of the test 
neither the problems nor the solutions 
can be passed on to other prospective 
employees, and the test serves to impress 
on candidates that admission to the foot- 
plate grades requires more than brawn, 
with the ability to fill in an application 
form for employment. 


Interview Supplements Test 


After eliminating those who are obvi- 
ously unsuitable, the results are used as 
a guide for the interviewer. There is no 
substitute for the careful and thorough 
interview, preferably conducted in every 
case by the shedmaster himself. Inter- 
viewing is an art, and in course of time 
the interviewer develops a sixth sense 
on which he relies in making his final 
decision, as much as upon the direct 
answers to his questions. The oppor- 
tunity must be taken of discovering the 
applicant’s home background, his hob- 
bies, and his interests. He must be made 
to understand the responsibilities to 
which he will be committed, and given 
a chance to consider his decision, and to 
discuss it with his parents. However, as 
the earnings of young footplatemen, 
when acting as firemen, usually exceed 
those of boys of the same age in other 
employment, advice is needed to those 
whose parents have not looked beyond 
the financial aspect. 

The effectiveness of this selection pro- 
cedure can be seen by reviewing the pro- 
gress of the individuals who have passed 
through it, and it can safely be said that 
the factors which have subsequently 
caused some of them to leave the railway 
service are those which are unforesee- 
able. In these days unsettlement by a 
period of a’sence on National Service 
is not uncommon. 








124 


THE RAILWAY GAZETTE 


July 31, 1953 


Electrification Through the Pennines—1 


Operating conditions imposed by temporary combined steam and electric 
working over Penistone-Dunford Bridge section of Eastern Region scheme 
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Eastbound goods train headed by two Bo + Bo locomotives to provide 
maximum regenerative braking power on Wentworth Bank 


O describe the Manchester-Sheffield- 
Wath scheme of the Eastern 
Region in its present phase as the first 
British main-line freight electrification 
emphasises only its place in home rail- 
way practice. On a wider view, also, 
the undertaking has features without 
close parallels elsewhere so that it is 
difficult to assess its operation on a 
comparative basis. Some of the condi- 
tions in which it is now operating will 
disappear as new stages come into use, 
but the characteristic of working heavy 
loose-coupled goods trains over severe 
gradients with electric locomotives is 
one that will persist for some time and 
is unlikely to be reproduced in other 
parts of the world. 
A general description of the electrifi- 


cation between Wath and Dunford 
Bridge appeared in our issues of Feb- 
ruary 8, 15, 22 and 29 last year, mark- 
ing the introduction of electric working 
over this section on February 4, 1952. 
This is Stage I of the whole scheme and 
has now been in operation for some 
18 months. In terms of wagon-miles, 
Operations on this section represent 
only about one-fifth of what will be 
performed by the complete scheme, 
which also involves electric working of 
all types of traffic between Manchester 
and Sheffield, together with electric 
suburban services to and from the 
Glossop branch in the Manchester 
district. 

The freight traffic now being worked 
is taken over by electric locomotives 


either at Wath or Wombwell Main 
sidings. At Wath it consists in part ot 
through trains from the East and North- 
East which are worked into the ex- 
change sidings; and partly of trains 
made up in the Wath marshalling yard, 
into which traffic flows from the York- 
shire collieries. 


Traffic Exchange Facilities 


Two eastbound and two westbound 
reception sidings have been provided at 
Wath in connection with the scheme, 
together with an engine run-round road 
connecting with a turntable for steam 
locomotives. Space has been allowed 
for an additional siding if required 
later. As an example of the locomo- 
tive exchange operations, an incoming 
train from the east runs straight into 
one of the reception Sidings; its loco- 
motive is uncoupled, runs back over 
the run-round to the turntable, is 
turned, and is then ready to back on to 
a train that has been brought in from 
the west by an electric locomotive. The 
sidings are adjacent to the electric loco- 
motive depot so that the changeover for 
either direction of running is simply 
and rapidly accomplished. 


Wombwell Main sidings, about 
3 miles from Wath, receive traffic 


from the Leeds, Barnsley, and Stairfoot 
areas, which is made up into trains for 
the west ready to be taken over by elec- 
tric locomotives from Wath = shed. 
Three up and three down exchange 
sidings are available here. 

Between Wombwell and _ Barnsley 
Junction (Penistone), where the main 
Sheffield to Manchester line is joined, 
westbound trains face the ascent of 
Wentworth Bank, on which there is a 
maximum gradient of 1 in 40 for some 
21 miles. Two electric locomotives are 
used on all trains over the Wath to 
Barnsley Junction section, one being in 
the rear of the train as a banker, and 
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the load is at present limited to 750 
tons. The banking locomotive, which 
s also a precaution against breakaways, 
omes off at Barnsley Junction and 
eturns at the head of an eastbound 
rain to add its regenerative braking 
offort to that of the train locomotive on 
he down grade. As trains now leave 
Wath or Wombwell with two locomo- 
ives, the stop previously necessary with 
‘team working at Wentworth Junction 
to attach a banker is avoided, and in the 
everse direction the stops once 
equired at the top and bottom of the 
yank to pin down and release brakes 
on the wagons are also eliminated. 


Speeds on Gradients 


The heaviest westbound trains with 
electric traction go up the steepest part 
of the bank at a minimum of 10-12 
m.p.h. compared with 4 or 5 m.p.h. with 
steam locomotives, when two train 
engines and two bankers (if the Garrati 
was not available) were used. Coming 
down the gradient, not only is the time 
once taken by the stops previously men- 
tioned saved, but a speed in the region 
of 20 m.p.h. is held steadily by the 
regenerative braking, a system in which 
practical experience has given. the 
motormen and guards full confidence. 
Today, therefore, Wentworth Bank is 
by no means the problem it once was, 
either from the point of view of 
operating or of the train crews them- 
selves. Apart from the hauling and 
braking capacities of electric traction, 
the relief from the acutely disagreeable 
atmospheric conditions in the Silkstone 
Tunnels for the enginemen of the two 
steam locomotives banking a heavy 
train up the gradient is a benefit not to 
be under-estimated. 
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Substation switch gantry and feeders at Aldham Junction 


Dunford Bridge yard (now closed for 
marshalling purposes), at the east end of 
the Woodhead Tunnel, is being used in 
the up (eastbound) direction for the 
changeover from steam to electric 
traction necessary at this stage of the 
scheme. In the down (westbound) 
direction, the changeover from electric 
to steam traction is effected in the down 
sidings at Dunford Bridge Station. The 
fact that only one westbound reception 
siding is available, however, is one of 
the conditions that makes the main 
problem of obtaining maximum benefit 
from electric working one of traffic 
regulation. Eastbound goods trains 


have to be arranged as far as possible 
so that a steam locomotive will be avail- 
able to take a westbound train forward, 
but the predominant flow of traffic 
being towards the west makes this diffi- 
cult. Furthermore, clearance of trains 
from the down (westbound) loop is 
limited by the tunnel capacity of four 
trains an hour. 

For economic working of the electric 
locomotives it is desirable to give them 
as clear a run as possible, and at present 
it is only on the main-line section from 
Penistone to Dunford Bridge that there 
may be the opportunity to notch up to 

(Continued on page 128) 
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Goods train from Wath joining the main line at Barnsley Junction (Penistone) 
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Nigerian Railway Mobile Instruction Unit 


Three-coach train comprising cinema, 
model railway, and locomotive fittings 





Cinema coach (left), model railway signalling demonstration car, and converted officer's inspection saloon containing 
sectioned full-size locomotive parts, forming three-coach mobile instruction unit 


Ww as in 1948 the Nigerian Rail- 
way began to take delivery of its 
postwar design of “ River” class loco- 
motives there was a number of fit- 
tings whose function was strange to the 
shop and shed craftsman. In the past, 
the operating department had relied on 
its locomotive inspectors to give ade- 
quate tuition to its drivers but found 
itself short of staff for this purpose at 
this time. Moreover, there was an 
evident need to overhaul the methods 
by which instruction was given, so that 
modern methods of imparting it could 
be introduced. 

It was thought that on such a large 
system as the Nigerian Railway it would 
be more advantageous to bring an up- 
to-date method of lecturing to the staff 
than to bring the staff to a particular 
place for a course of interim training. 
It was decided, therefore, to equip a 
mobile instruction unit. Three vehicles, 
comprising a _ discarded third class 
bogie, a day first and second composite 
bogie, and an officer’s inspection bogie 
were set aside. Each was lengthened 
2 ft. 6 in. over headstocks, and formed 
into a three-coach train 162 ft. long. 

The first coach, with an open veran- 
dah end, consists of an exhibition of 
sectioned full-size parts of a locomo- 
tive. The second contains a gauge “O” 
model railway, and the third is ar- 
ranged as a cinema. Efforts have been 
made to exclude dust. The train is 
painted green externally; the interior 
is painted dark grey from floor to waist 
rail and light grey from waist rail to 
the white panelled ceiling. The floor is 
covered in linoleum throughout. One 
coach is fitted with Vickers dynamo 
and the other two coaches are wired 
through. Illumination is by means of 
Stone’s system, controlled by conveni- 
ently placed switches. Throughout the 
cinema, in which three fans have been 
provided, mosquito gauge drop-lights 


have been added so that insects will 
not be attracted by the light of the pro- 
jector ray. The lighting circuit is con- 
nected through to the separate gene- 
rator supplying current to the projector, 
so that long periods of standing have 
no effect on the brilliance of the in- 
terior illumination. 


Demonstration Coach 
As the “River” class is the most 
numerous type of engine on the rail- 
way, all mountings wherever possible 
have been set up as in one of these 
locomotives in service. In this coach 
are the vacuum and _ steam brake 


assembly, comprising Gresham & 
Craven SSJ ejector, graduable steam 
brake valve, duplex stop valve, driver’s 
valve with duplex gauge, and other 
equipment. The lubrication assembly 
consists of a full-size centre-line section 
of the “River” class cylinders and 
steam chest showing the lubrication 
points; included are a _ Silvertown 
mechanical lubricator, and allied fit- 
ings, and a Wakefield Eureka hydro- 
static lubricator with two feeds taken 
off through choke valves to the same 
cylinder section, thus showing alterna- 
tive arrangements possible. A Wake- 
field No. 7 Z mechanical lubricator is 





Skefko roller-bearing axlebox mounted on stub axle and sectioned for lecturing 
purposes, one of the-full-size parts in the converted saloon 
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Boiler feed water supply (left) and sectioned Ross pop safety valve as fitted in demonstration coach 


shown supplying oil to the crown of a 
coupled axlebox in whose keep is 
mounted an Armstrong oiler pad. An 
auxiliary oilbox supplies oil to the 
horns by standard railway trimmings. 
A twin-bearing spherical roller-bear- 
ing axlebox to SKF design mounted 
on a stub axle supplied by the North 
British Locomotive Co. Ltd. represents 
the railway’s latest practice. There are 
working models of the A.B.C. Coupler 
& Engineering Co. Ltd. Joco and 
Lockyer regulators; a Gresham & 
Craven No. 9 MM injector coupled to 
clack valves; and a reproduction of the 
“ River ” class tender tank. The Klinger 
water gauge mounted on a panel which 
also accommodates samples of all 
spares used represents standard prac- 
tice; it is followed by a model super- 
heater supplied by the Superheater 
Co... Ltd. The Ross pop 200-lb 
safety valve is mounted on an outer 
wrapper sheet suspended from the 
inner firebox crown sheet by six 
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roof stays. There are also a working 
model of the Gloucester all-steel cast 
bogie and a one-quarter size reproduc- 
tion of the Walschaerts valve gear 
fitted to the “ River” class. This re- 
production is the only item produced 
in Nigeria and was made to the maker’s 
drawing by the Government Trade 
Centre at Kaduna, Northern Nigeria. 
Every model is in section and full-size 
except the valve gear and superheater. 
Above each is hung a framed drawing 
showing parts and working, facilitating 
individual study apart from organised 
lectures. 

The gauge “O” model railway is 
set out on trestles at waist height. 
Four stations named after the Nigerian 
peoples Fulani, Tiv, Ibibio, and 
Kanuri, represent either existing 
practice, or at least features represen- 
tative of the best and less than the best 
in railway working. Fulani is a ten- 
line terminus worked by 27 levers, of 
which twelve are mechanically inter- 
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Full-size lubrication fittings and (right) vacuum brake layout in locomotive parts demonstration coach 
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locked. It contains arrival and depar- 
ture platforms, goods shed, car ramp 
and loading gauge, two road running 
sheds, inspecting pits, vacuum-operated 
turntable, footbridge, fenced road, and 
shunting necks, and is fully signalled. 
Tiv has up and down lines and single 
loop approached by 4 laterite cutting; 
there are two small ground frames at 
each end and a building representative 
of a northern wayside station. 

Kanuri is a junction based on 
Kafanchan on the Port Harcourt line; 
it is approached by an approach span 
and plate-girder centre-span bridge. A 
running shed is built at the extremity 
of a triangle as at Kafanchan or Kano. 
The clerestory roof of this coach has 
enabled a footbridge to be built over 
this shed so that there is no hindrance 
to passing through the coach. Kanuri 
has two arrival lines and one departure 
line and is worked by 18 levers. Ibibio, 
the branch terminus, has a turntable 
remote from the shed layby as at Baro, 
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Model railway in centre coach for instruction in signalling 


the railway port on the Niger; the shed 
line is protected by trap points and 
there is a cattle dock as well as a de- 
parture platform which also houses a 
forwarding and delivery shed fenced 
off from the station concourse. 

The track layout comprises left- and 
right-hand turnouts, turnouts on the 
curve, facing and trailing crossovers, 
three throw points, single and double 
compounds, and_ scissors crossover. 
Throughout are the Nigerian Railway 
standard whistle boards, speed restric- 
tions, boards, and caution and “C” 
and “T” boards. The signalling sys- 
tem comprises warning signals, inner 
and outer home signals, starting signals 
and shunting, locomotive and calling-on 
signal. The rolling stock is painted in 
the railway standard colours of green 
and cream for coaching stock, red for 
brake vans, grey or aluminium for 
goods vehicles. The tenders are painted 
N.R 


Cinema Coach 


In the cinema coach a white opaque 
screening measuring 60 in. x 80 in. is 
erected at one end and a Bell & Howell 
G.B. 16 mm. Model 621 projector with 
2-in. lens is mounted in a projector 
room at the far end with loadspeaker 
mounted just below the screen. Seat- 
ing accommodation is for 35, in seven 





rewinder and splicer. Power is su; 
plied for the cinema by an Uxbridg 
two-stroke petrol engine driving a 1-5 
kVA. alternator which, to remov 
vibration, is erected in the first coac! 
and exhausts through the floor. 
of railway and general engineering in 
terest have been obtained from Britis! 
Railways, the Locomotive Manufac 
turers’ Association and other sources it 
the United Kingdom. By courtesy o/ 
the Shell Company of West Africa anc 
the Public Relations Department 
number of films is on constant loan. 

A lecturer-instructor has been ap- 
pointed and the train will tour the 
system to a _ published programme 
stopping at all stations where the staff 
will benefit, demonstrating the working 
of locomotive mountings, and the prac- 
tice and theory behind the safe and 
expeditious working of a railway, and 
showing films on all aspects of railway 
practice. 

At the invitation of Mr. D. C. Wood- 


Interior of cinema coach, looking towards projector 


rows of five, each seat being 34 in. 
higher than that in front. The projec- 
tor room incorporates all light and fan 
switches, projector and_ stand, film 
library and index, and Bell & Howell 


ward, General Manager, Nigerian Rail- 
way, the train was formally declared 
open at Iddo (Lagos) Goods Station 
by Sir John Macpherson, Governor of 
Nigeria, on June 10. 








Electrification Through the 
Pennines—I 


(Concluded from page 125) 


full parallel, the condition of maximum 
efficiency. On this stretch, however, the 
electric trains have to take their turn 
with steam passenger and freight ser- 
vices from and to the Sheffield direc- 
tion. It is sometimes preferable to hold 
an electric goods train at Barnsley Junc- 
tion until it can proceed to Dunford 
Bridge unchecked, rather than let it fol- 
low in the wake of a slow-moving 





steam train, when it might be running 
for some time on resistances, or stop- 
ping and restarting. 

Similarly, a train may be held at 
Barnsley Junction if a steam locomotive 
is not available at Dunford Bridge 
either to work it forward or to clear a 
preceding train from the down loop 
there. The effect of these conditions is 
felt right back to Wath, and in working 
the traffic it has to be borne in mind 
that a succession of electric trains 
moving slowly on each other’s heels 
imposes peak demands on the electrical 
supply system. Appreciation of this 


fact and experience gained with work- 
ing traffic since Stage I of the scheme 
was inaugurated have enabled the peak 
electrical power demand to be reduced. 


(To be continued) 


CoprER CONTROL LIFTED.—The Minister of 
Supply, Mr. Duncan Sandys, has made an 
order to come into operation on August 
5 revoking the Copper, Lead and Zinc 
Distribution Orders. The effect is that 
when the London Metal Exchange re- 
sumes dealings in copper next month 
licences will no longer be required for the 
purchase of any form of copper. 
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Double-Headed Frame Miller for 
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India 


Auxiliary heads with independent 
drive for machining small radii 





One of tke large milling heads, showing arrangement of individual cutters 


UR March 21, 1952, issue con- 
tained an illustrated article de- 
scribing the locomotive frame milling 
machine built by Craven Brothers 
(Manchester) Limited for the Indian 
Government Railways locomotive 
works at Chittaranjan. The same firm 
has recently completed a frame milling 
machine for the Tata Locomotive & 
Engineering Co. Ltd., Tatanagar, which 
in general construction is somewhat 
similar to that supplied to Chittaranjan. 
The machine will accommodate 
frames up to 40 ft. long by 3 ft. wide. 
Machining of the frames is carried out 


Milling machine under test in the maker's 


by large surface-milling cutters, and 
smaller auxiliary heads are provided for 
machining small radii or for cross-mill- 
ing. The heavy bed-plate, 60 ft. long 
by 9 ft. wide, has two longitudinal slide- 
ways upon which two independently- 
driven, bridge-type travelling machine 
units are mounted. 

The framing of each of these units 
comprises two uprights which are 
carried on separate base saddles secured 
by a top cross-stay, the whole forming 
a rigid bridge-type structure. The centre 
portion of the bedplate between the 
slideways forms the 4 ft. 6 in. wide work 


table. The main milling head is cen- 
trally housed in an adjustable cross 
beam supported between the vertical 
slides which form the inner faces of 
the uprights. 

The front of the cross-beam is 
arranged in the form of a cross-slide 
which carries the auxiliary head. The 
beam assembly has fine hand-operated 
vertical adjustment and rapid power 
elevation for applying the cut and for 
initial setting. 


Two Machine Units 


The two machine units are identical 
in construction, but since they are 
mounted on the bed in opposite direc- 
tions the auxiliary milling heads face 
inwards. The two main cutting heads 
are 3 ft. 10 in. dia., each comprising a 
circular cast-iron body into the periph- 
ery of which are dovetailed twelve in- 
dependently adjusted cutting tools. 

The rotating vertical spindle is carried 
in adjustable conical bearings and a pair 
of opposed angular-contact ball bear- 
ings. Cutter speeds range from 3 to 6 
r.p.m., the drive consisting of a con- 
stant-speed motor of 25 h.p. with a 
four-speed gearbox and worm reduc- 
tion unit, all mounted on top of the 
cross-stay. Power is transmitted by a 
splined vertical shaft and spur pinion 
in the cross-beam to an internal gear 
ring bolted to the body of the cutter 
head. The maximum and minimum 
clearance between the main cutting head 
and table is 13 in. and 3 in. respectively. 

Vertical movement is effected through 
two elevating screws adjacent to the 
uprights. Hand adjustment is pro- 
vided, and power operation is by a 10- 
h.p. constant-speed reversing motor 


mounted on the cross-stay. This motor 
is utilised also through a feed-change 
and selection gearing on the side of one 





works 
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upright for power feed and quick trav- 
erse of the machine along the bed, and 
also for the traverse feed and quick 
traverse of the auxiliary milling head 
on the cross-slide. 


Rates of Milling Feeds 


There are nine rates of milling feeds 
within a range of 0:25 to 4 in. a 
minute, and applicable to the particu- 
lar cutting head in operation. The 
drive to the longitudinal traverse is 
transmitted through dual worm gear- 
ing on the saddles to two pairs of 
pinions which engage the racks at the 
front and rear of the bedplate. These 
pinions are coupled together to drive 
in unison, and a feature of the design is 
such that backlash is eliminated, a very 
necessary adjunct in keeping the cross- 
slide square during the longitudinal 
traverse. 

A single lever controls both hand 
and power operation to the traverse 
motion, while a second lever operates 
multi-plate friction clutches to select 
either feed or quick power traverse. 


THE RAILWAY GAZETTE 


The auxiliary heads are mounted on 
their respective saddles, each unit 
being fitted to the cross-slide and facing 
inwards; each unit is self-contained. 
The vertical spindle revolves on roller 
and angular contact bearings, and is 
bored and recessed to suit standard 
milling cutters and adaptors. 


Spindle Speed Range 

Spindle speeds range from 12 to 98 
r.p.m., the drive being by an indepen- 
dent 9-h.p. constant-speed reversing 
motor and an eight-speed gearbox. 
The spindle slide is carried in vee-type 
slideways and has a vertical adjustment 
of 21 in. relative to the cross-beam. 
The spindle housing lower face has a 
circular tee-slot for the attachment of 
outer arbor supports or for the fitting 
of a horizontal milling spindle attach- 
ment should it be necessary. 

The electrical equipment is arranged 
to operate from a.c. mains supply. A 
main control panel on the cross-stay of 
each machine unit houses the switch- 
gear for the main and auxiliary mill- 
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ing head motors, while a smaller panel 
on the side of the upright serves the 
10-h.p. feed and quick traverse motor. 


Machine Controls 


Push-button stations on the uprights 
provide full control, and “ inching” 
buttons provide for gear changing. A 
feed selector switch has three positions 
to suit: (1) the main motor longitu- 
dinal feed; (2) auxiliary spindle motor 
longitudinal feed; (3) auxiliary spindle 
motor transverse feed. The switch is 
interlocked with the mechanical selec- 
tion lever, ensuring that the feed and 
quick traverse motor does not run un- 
less the appropriate gearing is engaged. 

With the mechanical lever in the 
“elevating” position the motor will 
run with the selector switch in ever 
position. A further interlock prevents 
the continuous running of the feed and 
quick traverse motor, as for feed, when 
the mechanical selector lever is in the 
quick traverse position. Coolant is 
supplied by a motor-driven pump from 
a central reservoir. 


Diesel Shunters at Parkeston Quay, Eastern Region 


Six-coupled units with mechanical transmission 





Drewry diesel-mechanical locomotive shunting at Parkeston Quay 


RITISH Railways, Eastern Region, 

have taken delivery of three diesel- 

mechanical 0-6-0 shunting locomotives 
for use at Parkeston Quay, Harwich. 

Nos. 11108, 11109 and 11110 were 
recently delivered by the Drewry Car 
Co. Ltd. and have proved themselves 
quite capable of carrying out all the 
work required of them. Their five- 
speed gear boxes facilitate rapid ac- 
celeration, even with considerable loads, 
whilst Westinghouse compressed air 
brakes ensure full control under all cir- 
cumstances. A hand screw brake is 
also provided. Each locomotive weighs 
approximately 30 tons, has a fuel 
capacity of 225 gal., and is rated at 
204 h.p. 

Six locomotives are comprised in the 
order. The Gardner 8L3 engine, rated 
at 204 h.p. at 1,200 r.p.m., is coupled 
by a Vulcan-Sinclair fluid coupling to 


a Wilson-Drewry type C.A.5 direct air- 
operated epicyclic gearbox with five 
speeds (including overdrive). The spiral 
bevel reverse and final drive unit has 
a ratio of 9.82:1. Track speeds are 
3.4, 5.9, 8.9, 13.8 and (on overdrive) 
25.8 m.p.h., and maximum tractive 
effort 16,850 Ib. 

The locomotives measure 26 ft. over 
buffers and have a maximum height of 
11 ft. 11 in., and maximum width of 
8 ft. 6 in. Wheel diameter is 3 ft. 3 in., 
and total rigid wheelbase 9 ft. 

In addition to the air braking equip- 
ment, the locomotives are also equip- 
ped with a vacuum exhauster for use 
when working vacuum-braked coaching 
stock or wagons. This enables them to 
be used for stabling the Hook and other 
Continental trains and the B.A.O.R. 
leave trains. They have proved more 
economical than their 0-6-0 steam pre- 


decessors, which had to go into the 
lecomotive shed for coal and oil and 
other requirements every day. The 
diesels only need attention once a week 
(usually Sundays) when their fuel supply 
is replenished. Compressed air fuel 
raising equipment is fitted. Other 
equipment includes pneumatic sand- 
ing, and a 24 V. C.A.V. electrical in- 
stallation for lighting and starting. 
The transit sheds at Parkeston Quay, 
through which Continental passengers 
pass and which are used for the trans- 
ference of merchandise imported from 
the Continent, were repainted in 1949, 
and the introduction of diesel type loco- 
motives should help to solve the prob- 
lem of keeping the buildings clean. 


LINK TyPpE PoweR Factor METER.—The 
range of link type ammeters and watt- 
meters manufactured by the General Elec- 
tric Co. Ltd. has been extended by the 
introduction of a link testing power factor 
meter. This instrument, covered by British 
patent No. 654668, follows closely the 
lines of the existing G.E.C. link testing 
instruments and comprises a link unit and 
plug-in indicator. The link unit has a 
hinged pole-piece which is used to en- 
circle a current-carrying conductor with- 
out breaking the circuit. The indicator 
has two scales, one of which is used for 
circuits carrying currents of 50 to 100 
amp. and the other for circuits in which 
the current is 100 to 250 amp. Both 
scales cover the range 0:5 lag-1-0-5 lead 
and the scale length is 24 in. The instru- 
ment can be used to measure power factor 
in single-phase and polyphase circuits 
provided the neutral is available and the 
phase voltage does not exceed 250. An 
external resistance unit is available for 
circuits with a line voltage up to 600 V. 
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RAILWAY NEWS SECTION 


PERSONAL 


Mr. K. W. C. Grand, Chief Regional 
Officer, Western Region, British Railways, 
has succeeded Mr. S. Szlumper as 
Chairman of the Transportation Club. 


Mr. Saradindu Sen, B.Sc. (Eng.) Lond., 
M.I.R.S.E., who has been appointed Chief 
Signal & Telecommunication Engineer, 
Northern Railway, India, joined the 


toured round the world under the auspices 

f E.C.A.F.E. and U.N.T.A.A. studying 
Operating and signalling practices in 
various countries, 


Mr. J. S. Fiddes, who has recently been 
appointed Chief Signal & Telecommuni- 
cation Engineer of the Southern Railway, 
India, was educated at Bath and at the 
Northampton Polytechnic Institute, 
London. After a general engineering 


Mr. R. M. L. Lemon, Chief Establish- 
ment Officer, East African Railways & 
Harbours, who is in this country on a 
short visit, is returning to East Africa this 
weekend. 


The Minister of Transport has re- 
appointed Sir Alan Rae Smith, K.B.E., 
F.C.A., and Sir Harold Barton, F.C.A., to 
be the auditors of the accounts of the 
British Transport Commission for this year. 





Mr. S. Sen 


Appointed Chief Signal & Telecommunication Engineer, 


Northern Railway, India 


Madras & Southern Mahratta Railway in 
1930 as Assistant Signal Engineer having 
studied mechanical-electrical engineering 
at King’s College, London, from where he 
graduated with honours and was awarded 
the Diploma in Engineering. He was born 
in Calcutta in 1904, started his signalling 
career as an Apprentice Block Signal 
Inspector on the Eastern Bengal Railway 
in 1923 and, while studying in England, 
obtained practical training at Chippenham 
Works of Westinghouse Brake & Saxby 
Signal Co. Ltd. On his return to India in 
1929, he rejoined the Eastern Bengal Rail- 
way as a Student Engineer (Signals) in 
which capacity he served for about a year 
during which period he was attached to 
the Model Room, Railway School of 
Transportation, Chandausi, East Indian 
Railway for a few months. He was pro- 
moted to be Assistant Signal Engineer, 
Senior, in 1944, and to Deputy Chief 
Engineer, Signals, in 1949. In 1952 he 
served as a Member of the Railway 
Operating & Signalling Experts’ Groupand 


training at the Horstmann Gear Com- 
pany at Bath, he worked as a Technical 
Assistant with the Westinghouse Brake & 
Signal Company, of Chippenham, and 
later with the Siemens & General Rail- 
way Signal Company of London. He 
commenced his railway career with the 
Egyptian State Railways in 1927, where 
he spent three years on_ construction 
work, including the installation of the 
electro-pneumatic signalling arrangements 
at Cairo. Leaving Egypt, he joined the 
Signal Department of the Madras & 
Southern Maharatta Railway in 1931, and 
has held various positions of responsi- 
bility until he was recently promoted as 
the Head of the newly-formed Signal & 
Telecommunication Department of the 
integrated railways in October, 1952. 
During the last war he was commissioned 
in the Corps of Indian Engineers and saw 
active service with the Middle East 
Forces, P.A.I. Force (covering the Persian 
and Iraqi field of operations) and the 
South East Asia Command. 


Mr. J. S. Fiddes 


Appointed Chief Signal & Telecommunication Engineer, 
Southern Railway, India 


INDIAN RAILWAY BOARD 
INSPECTORATE 

Consequent on the regrouping of the 
Indian Railways into six zones, the juris- 
dictions of the Government Inspectors of 
Railways have been redistributed as from 
April 1, 1953. The Inspectorate is now 
made up as follows :— 

Chief Government Inspector of Rail- 
ways: Mr. P. N. Mubayi. 

Government Inspector of Railways, 
Bombay : Mr. R. C. Sood. Mr. Sood has 
jurisdiction over the Central Railway (ex- 
cluding Secunderabad Division) and the 
Western Railway. 

Government Inspector of Railways, 
Calcutta: Mr. D. C. Desai. Mr. Desai 
has jurisdiction over the Eastern Railway 
and the Pandu and Muzaffarpur Regions, 
exclusive of Banaras District, of the North 
Eastern Railway. 

Government Inspector of Railways, 
Lucknow : Mr. K. C. Pathak. Mr. Pathak 
has jurisdiction over the Northern Rail- 
way and the Lucknow Region and 
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Mr. O. Wichser 


Appointed General Manager, (Working & 
Construction, Electrification), Swiss Federal Railways 


Banaras District of the North Eastern 
Railway. 

Government Inspector of Railways, 
Bangalore: Mr. A. K. Gupta. Mr. Gupta 
has jurisdiction over the Southern Railway 
and the Secunderabad Division of the 
Central Railway. 


Mr. Otto Wichser, certificated engineer of 
the Federal Institute of Technology, who, 
as recorded in our June 26 issue, has been 
appointed General Manager (Working & 
Construction, Electrification), Swiss 
Federal Railways, was born at Herisau on 
July 29, 1910. He completed his studies 
at the Federal Institute of Technology in 
Zurich in 1933, obtaining his diploma as a 
structural engineer. His diploma thesis on 
bridge building was awarded the medal of 
the Federal Institute of Technology and a 
prize from the Kern Foundation. Subse- 
quently, he worked for a year at the 





Mr. H. Croft 


Appointed Assistant (Indoor) Operating 
Superintendent’s Office, L.M. Region 


Mr. George Orton 


Public Relations Officer, 
Road Transport Executive, 1948-53 


Federal Institute of Technology. Mr. 
Wichser began his practical work as struc- 
tural engineer at the end of 1934 as a de- 
signer and engineer for static calculations 
in the Swiss steel construction industry. In 
the next seven years he took an important 
part in steel bridge and steel structure pro- 
jects as well as in competitions in this field. 
At the end of 1941 he entered the service 
of the Swiss Federal Railways as the head 
of the bridge service for the District 
Management II, Lucerne. In 1946 he took 
over the Berne General Management’s 
Bridge Service for a short time, and sub- 
sequently the management of the entire 
technical section of the present Building 
Programme. Finally, he was appointed 
Chief Engineer and Head of the Building 
Department of the General Management 
on January 1, 1948. He held this post up 
to the time of his present appointment. 
He has also been President of the Consui't- 





Mr. C. Corps 


District Commercial Superintendent, Middlesbrough, 
N.E. Region, British Railways, who is retiring 


Mr. J. C. Rogers 


Appointed District Operating Superintendent, 
London (Midland), British Railways 


ing Committee of the Federal Institute for 
Testing Materials and was recently elected 
a Member of the Council of the Federal 
Economic Foundation. 


Mr. George Orton, Public Relations 
Officer to the Road Transport Executive, 
who is retiring after 50 years service to 
transport, joined the Publicity Depart- 
ment of the Great Western Railway in 
1903. He remained there until 1912, when 
he was transferred to the General Man- 
ager’s Office for employment in connec- 
tion with joint arrangements, private 
sidings, Board of Trade regulations, acci- 
dents and new works. Except for 24 years 
war service he was in that office until 
1923, when he returned to the Publicity 
Department. Mr. Orton was appointed 
Assistant Publicity Agent in 1926. In 
1929 he became the company’s General 
Agent in the United States and Canada, 
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The late Mr. W. J. Elliott 


Director & General Manager, 
Hay’s Wharf Cartage Co. Ltd. 1933-47 
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and, shortly after his return to England, 
became Assistant Commercial Advertising 
& Publicity Agent in January, 1932. In 
1933 he was appointed Publicity Agent, 
and in 1934, he became Commercial Assis- 
tant to the Superintendent of the Line. 
Mr. Orton was designated Commercial 
Assistant to the Superintendent of the Line 
& Public Relations Officer in 1942. He was 
appointed Chief Officer for Public Rela- 
tions on the personal staff of the General 
Manager in April, 1945, and in the next 
November the Publicity Department and 
the Press Office were transferred from the 
Office of the Superintendent of the Line 
to that of the General Manager, under 
Mr. Orton; the Trade Advertising work 
was added later. During his railway 
career Mr. Orton worked directly under 
seven Superintendents of the Line. He 
was chiefly responsible for introducing the 
idea of novelty excursions, such as the 
‘Hikers’ Mystery Expresses.” Mr. Orton 
was appointed Public Relations Officer to 
the Road Transport Executive in 1948. 
He is well known in Fleet Street and Par- 
liamentary circles, and is an old member 
of the London Press Club. He is well 
known as an amateur organist, and has 
given several recitals in the Royal Albert 
Hall and the old Queen’s Hall. He is an 


Associate of the Royal College of 
Organists. 
Mr. J. C. Rogers, District Operating 


Superintendent, Liverpool (Cheshire Lines), 
British Railways, London Midland Region, 
who as recorded in our July 24 issue has 
been appointed District Operating Super- 
intendent, London (Midland), was educated 
at Charterhouse and joined the L.M.S.R. 
in 1932, becoming a traffic apprentice 
towards the end of that year. After train- 
ing in various departments, he was in 1935 
appointed as a runner attached to the 
Divisional Superintendent’s Office at 
Crewe, and was located at different times 
at Wigan, Chester, Preston and Crewe. 
Mr. Rogers was appointed Assistant 
District Controller at Leicester in 1940, 
and was transferred to the Passenger 
Services Section of the Divisional Super- 
intendent’s Office at Crewe in 1942. In 
1943 he was appointed Assistant District 
Controller at Leeds, and was transferred 
to Chester in a similar capacity in 1944. 
After a period as Assistant Divisional Con- 
troller, Passenger Services, at Crewe in 
1945, Mr. Rogers was appointed Assistant 
District Traffic Manager (Traffic Opera- 
ting) at Chester on the formation of the 
District Operating Manager’s office there 
in 1946. He became Assistant District 
Operating Manager at Rugby in 1947, and 
was transferred in a similar capacity to 
Leicester in the following year. Mr. 
Rogers was appointed Assistant District 
Operating Superintendent, London 
(Western), located at Euston, in 1948. 


Mr. Horace Croft, who, as recorded in 
our July 24 issue, has been appointed 
Assistant (Indoor) Operating Superinten- 
dent’s office, London Midland Region, 
British Railways, began his railway career 
on the former L.N.W.R. at Willesden Junc- 
tion in 1915. After gaining experience at 
Willesden and in the District Superinten- 
dent’s and General Superintendent’s offices 
at Euston, he was appointed Personal 
Clerk to the District Passenger Com- 
mercial Superintendent in 1923. Mr. Croft 
was transferred to the Personal & General 
Section of the Operating Department when 
the reorganisation and transfer of that de- 
partment from Derby to London took 
place in 1932 and a year later became Per- 
sonal Clerk to the Superintendent for 


. post 
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Organisation & Staff. In 1934 Mr. Croft 
returned to the Personal & General Sec- 
tion of the Operating Department and was 
appointed Chief Clerk of that section in 
1946. Since then he has acted as Personal 
Clerk to the Operating Superintendent’s 
Principal Assistant and as Deputy to the 
Indoor Assistant, the post he now leaves 
for his new appointment. 


Mr. Charles Corps, District Commercial 
Superintendent, Middlesbrough, North 
Eastern Region, British Railways, who, as 
recorded in our July 24 issue, is retiring on 
August 8, will have completed nearly 51 
years’ service on that date. He joined the 
North Eastern Railway in the District 
Superintendent's Office, Middlesbrough, in 
October, 1902, and was transferred to Chief 
Goods Manager’s Office, York, in Decem- 
ber, 1910. He was appointed a Traffic 
Apprentice in May, 1912. After receiving 
training in traffic working he became Chief 
Staff Clerk in the District Superintendent’s 
Office, and subsequently took a similar post 
at Sunderland. In 1923 he was appointed 
Stationmaster at Thirsk, and the following 
year he went to Hull as Yardmaster, Hull 
(Mineral). After spending some years on 
Tyneside as Yardmaster, Staithes Superin- 
tendent, Dunston, and Goods Agent, New- 
castle, he returned to Hull in 1937 to the 
of Dock Superintendent, Eastern 
Docks, in charge of King George Dock, 
Alexandra Dock and Salt End Jetties. In 
January, 1945, he was appointed Assistant 
District Superintendent, Hull, and he be- 
came District Goods Manager, Middles- 
brough, in October, 1946. The designation 
of this post changed to District Commercial 
Superintendent with the assumption and re- 
sponsibility for passenger work. Mr. Corps 
was awarded the M.B.E. in the 1952 Birth- 
day Honours List. He is a Member of the 
Institute of Transport, and is Past Chairman 
of the Tees-side Section. He is on the 
Council of the Tees-side and South-West 
Durham Chamber of Commerce, and also 
of the Tees-side Industrial Development 
Board. He has also served on the Hartle- 
pool Harbour Commission. 


We regret to record the death, on July 
24, of Mr. W. J. Elliott, formerly Director 
& General Manager, Hay’s Wharf Cart- 
age Co. Ltd. Mr. Elliott was born at 
Bourton, Dorset, and, after an apprentice- 
ship with S. Hindley & Son, road motor 
engineers, joined Pickfords Limited at the 
age of 22 in 1905, when sixteen-span 
teams of horses were being used for heavy 
haulage. His change was made at the 
same time as a small number of Hindley 
steam lorries was delivered, representing 
the beginning of the mechanisation of the 
company’s fleet. In 1912, as Chief Fitter, 
Mr. Elliott himself drove the first petrol- 
driven vehicle into the company’s depot at 
City Basin. In 1933, when the four main- 
line railways acquired control of Hay’s 
Wharf Cartage Co. Ltd. (which had by 
then acquired control of Pickfords), he 
became General Manager, and he was 


appointed a Director in 1941. In 1948, 
Mr. Elliott assisted Sir James Milne 
during the inquiry into transport in 


Southern Ireland. 


RETIREMENT OF Mr. J. P. TAYLOR 

Mr. John P. Taylor has retired from 
the Editorship of our associated weekly 
contemporary Shipbuilding & Shipping 
Record, which he has held since the 
foundation of the journal 40 years ago. 
He is succeeded by Mr. David Aicken, 
who joined the staff of Shipbuilding & 
Shipping Record four years ago from 
Harland & Wolff Limited, Belfast. Mr. 
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Taylor will remain associated with the 
journal in an advisory capacity. 

At a luncheon at St. Ermin’s Hotel, 
W.1, on July 24, Mr. Taylor was presented 
with a gold watch by Mr. George Rolla- 
son, Deputy Chairman & Managing 
Director of Tothill Press Limited, on 
behalf of the staff. 


Mr. H. Leach has been appointed Assis- 
tant (Outdoor) Commercial Superinten- 
dent’s Office, and not Assistant (Outdoor) 
to Commercial Superintendent, London 
Midland Region, British Railways, as 
recorded in our last week’s issue. 


We regret to record the death, on 
July 22, of Mr. Tom Smith, M.B.E., one 
of the best known stationmasters ever to 
serve at Euston. Mr. Smith was in charge 
of Euston from 1930 to 1937, when he 
retired after 50 years’ service. He began 
work at the age of 12 as a signalbox lad 
at Ordsall Lane, Manchester. 


Mr. G. F. Huskisson, Assistant District 
Goods Superintendent (London Suburban), 
Gordon Hill, Eastern Region, British 
Railways, has been appointed Assistant 
Commercial Superintendent (Develop- 
ment), Liverpool Street. 


Mr. Prem Nath, Controller of Stores, 
North Eastern Railway, India, has retired 
with effect from June 21. 


We regret to record the death, on July 
27, of Mr. W. J. Terry, Chairman and 
Managing Director of London Electric 
Wire Co. and Smiths Ltd. 


We regret to record the death, on 
July 19, of Sir Johnstone Wright, M.I.C-_E., 
M.LE.E., a Director of British Insulated 
Callender’s Cables Limited since 1948. 


We regret to record the death on July 
25, at the age of 73, of Dr. George Leslie 
Kelley, Vice-Chairman and _- formerly 
Managing Director of the Pressed Steel 
Co. Ltd. 


Mr. T. P. Sheridan, M.B.E., has been 
appointed General Manager of City of 
Oxford Motor Services Limited, with effect 
from August 1, 1953, in succession to Mr. 
H. Weedy, who has resigned in order to 
take up the General Managership of 
Jamaica Omnibus Services Limited. 


Mr. R. Simpson, Secretary to the Work- 
ington Iron & Steel Co. Ltd., a branch of 
the United Steel Companies Limited, has 
retired after 51 years of service. 


Mr. A. O. Bluth has been appointed to 
the board of Vickers-Armstrongs Limited. 
Mr. Bluth is a Director of Erlangers Limi- 
ted and Vice-Chairman & Joint Managing 
Director of the Jack Olding Organisation. 


Mr. F. W. Baker has resigned the Chair- 
manship of the Ransome & Marles Bear- 
ing Co. Ltd., but remains a member of the 
board. Mr. E. Walters, Senior, a Director 
of the company, has been appointed 
Chairman. 


Mr. H. Eckersley, General Manager hy 
the Wimet Division, and Mr. W. V. 
Hodgson, General Manager of the Machine 
Tool Division of Wickman Limited, have 
been appointed to the board of the com- 
pany. A local board has been established, 
and the following have been appointed 
Special Directors: Mr. R. J. Dixon, Chief 
Engineer, Mr. T. W. Hayes, Export Sales 
Manager, and Mr. S. W. Perkins, Machine 
Tool Sales Manager. 
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British Electric Traction Co. Ltd. 


Increased costs; the new Transport 


Hct : 


The fifty-seventh annual general meet- 
ing of the British Electric Traction Co. 
Ltd. was held on July 23 in London. 

Mr. H. C. Drayton, Chairman of the 
company, in the course of his speech 
said:— 

With the additional 7d. per gallon on 
fuel tax imposed in the 1952 budget, the 
total tax on fuel oil now amounts to 
2s. 6d. per gallon, or more than 200 per 
cent on its basic price—a rate of taxation 
greater than that imposed on luxury goods, 
although we in the omnibus world are 
providing essential public services for the 
ordinary man in the street. 

In September, last year, there was a 
substantial increase in the labour costs of 
our omnibus companies as the result of 
yet another national wages award. These 
additions to our costs have imposed on us 
the necessity of applying for fares increases 
which, in our industry, we have always 
tried to avoid—and up to the end of the 
war successfully so—as we are well aware 
that fares are an important factor in the 
cost of living. 

All our companies are continually 
making strenuous efforts to reduce operat- 
ing costs by effecting economies and intro- 
ducing improved methods, but there is a 
definite limit to what can be done in this 
direction and any further increase in costs 
will, I am afraid, once more bring up the 
question of higher fares. We shall 
continue to do our’ utmost to 
avoid raising fares, except when it is 
absolutely necessary, but in certain cases 
we may not succeed in this. There is no 
doubt that the real problem is the crush- 
ing burden of fuel tax, and I cannot see 
any relaxation in the price of travel by 
road until that burden is alleviated. 


Continental Tours 

Since the close of the year, we have 
acquired the Blue Cars Continental Coach 
Cruises business. For a number of years, 
we have successfully operated Continental 
tours from provincial centres, and our new 
acquisition will give us a substantial stake 
in Continental coach tours from London. 
It is interesting to observe that a number 
of businesses have decided that it pays 
them, after certain of their employees have 
completed so many years’ service, to send 
those employees on a tour of the 
Continent. The reason for this is, we 
understand, that it is found that they come 
back with a broader mind and a better 
appreciation of the conditions in_ this 
country. We can only hope that more 
employers will take the same view. 


Jamaica 

Another development of interest is that 
we have recently decided to take over, 
jointly with two partners, the passenger 
road transport services in and around 
Kingston, the capital of Jamaica. Follow- 
ing negotiations with the Jamaican 
Government, a 50-year franchise was 
obtained on conditions which, in our view, 
safeguard the investment of the capital. 
It is not a large undertaking but, never- 
theless, we hope and believe it will prove 
a profitable one. 


The New Transport Act 
Last year, I referred to the Transport 
Bill which had been presented to Parlia- 
ment shortly before we met. This Bill 
was subsequently withdrawn and replaced 
by another Bill, which reached the Statute 


Mr. mas ic. 


Drayton’s review 


Book early in ‘May of this year, as the 
Transport Act, 1953. Under that Act, the 
Minister of Transport is empowered, with 
the consent of the Treasury, to direct the 
British Transport Commission to divest 
itself of any direct or indirect control of 
passenger road transport undertakings. 
Also, except in certain cases with the 
Minister’s consent, it prohibits the acquisi- 
tion by the Commission of further con- 
trolling interests in the industry. In other 
words, we still do not know where we are, 
and in particular whether or not the 
Government intends to relinquish such 
control as it now holds in the omnibus 
industry. 


Braking Improvements on 
Lotschberg Stock 


Since 1948 the Bern-Létschberg-Simplon 
Railway has carried out systematic 
research work on and improvements to 
the braking system of its rolling stock, 
with the result that the average braking 
distances have been reduced by one-third, 
and the wear and tear of brake blocks 
has been reduced by about ten per cent, 
although softer brake blocks have been 
used. The deputy mechanical engineer 
of the Létschberg Railway says that these 
results have been obtained by a com- 
bination of the measures outlined below. 

After trials with different brake blocks, 
the cast iron and steel blocks formerly 
used were replaced by softer blocks of 
the S.N.C.F. type, except on heavy loco- 
motives and motor coaches where there 
is some danger of the block being over 
worn at high pressures, and SIM block 
linings have been used in preference to 
the standard linings of the Swiss Federal 
Railways. 

To increase the contact area of the 
brake blocks and avoid the lateral tilt 
often observed with conventional blocks, 
the company has introduced tripartite 
brake blocks in contact with the wheel 
over their whole length. This has led to 
a 20-30 per cent reduction of the specific 
brake pressure and, as the blocks can be 
used until nearly worn away, a 25 per cent 
increase in the use of the material. On 
heavy locomotives, brake blocks which act 
on the flange as well as the rim of the 
wheel have been introduced. 

After prolonged trials, it was found 
advantageous to reduce the filling times 
of the brake cylinders. By a simple modi- 
fication of the rapid-acting Westinghouse 
control valves, the filling time for the 
cylinder for emergency braking of motor 
vehicles has been reduced to 1 sec. and 
for normal braking to 3-4 sec., and that 
for trailer vehicles has been adjusted to 
3 sec. in each case. 

The efficiency of the brake gear which 
transmits the pressure from cylinder to 
block, has been tested by a special method 
used by the S.N.C.F., based on measuring 
the deformation of small copper cylinders 
of standard dimensions. It was found 
possible to maintain a permanent brake 
gear efficiency of at least 80 per cent 
for coaching stock by means of improved 
lubrication, use of surface-hardened bolts 
at least 14 in. in dia., and modifications 
in the design. A simple structural altera- 
tion in the design has led to a 17 per 
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cent improvement in brake gear efficiency 
of the Bo-Bo locomotives. 

A further 5-10 per cent reduction of 
braking distances has been achieved by 
reducing the period between the lubrica- 
tions. Coaches are now lubricated every 
three months, and motor vehicles every 
four to six weeks. All bogie stock has 
been fitted with self-acting brake gear 
adjusters which ensure a constant piston 
stroke in spite of the wear of the blocks. 


Gatwick as London Airport 
Alternative 


The Government has decided to develop 
Gatwick Airport as the southern alterna- 
tive to London Airport, as part of a scheme 
for reducing the present seven civil air- 
ports serving London to three. A White 
Paper (CMD. 8902, price 6d.) was pub- 
lished on July 22 giving the reasons for the 
decision. 

Weather records show, it is stated, that, 
in general, when London visibility has been 
poor, Gatwick has been better on over 
half the occasions. During foggy weather 
last winter it has been shown that 66 per 
cent of all aircraft diverted from London 
to Northolt could have landed at Gatwick 
Work on 
the necessary alterations at Gatwick will 
not begin until after a public inquiry has 
been held, probably in the autumn. 

Mr. Alan Lennox-Boyd, Minister of 
Transport & Civil Aviation, announced in 
the House of Commons on July 22 a modi- 
fication of plans for developing the airport. 
Shifting the two proposed runways west- 
ward would render unnecessary the 
expensive westerly diversion of the London 
to Brighton road, which would be diverted 
instead along the eastern boundary of 
the airport alongside the railway, thus 
giving access both to the airport and the 
railway station. In deciding to shift the 
runways, consideration had been given to 
the views of the Railway Executive re- 
garding the first proposals for siting run- 
ways near the very busy stretch of the 
electrified London-Brighton line, which 
formed the eastern boundary of the aero- 
drome. 








International Electrotechnical 
Commission 


Equipment committee meeting 


Committee No. 9 was originally founded 
by the International Electrotechnical 
Commission to produce an international 
specification for traction motors. Since 
then its scope has widened considerably. 
The degree of its spread may be measured 
by the agenda of its recent meeting at 
Interlaken. With representatives present 
from the railways and manufacturers of 
Belgium, France, Holland, Italy, Switzer- 
land, the United States and the United 
Kingdom, in addition to discussions on 
changes to be made in the present interna- 
tional specification for traction motors, the 
following additional draft specifications 
were presented for review:— 


Electrical equipment installed on 
stock 

Auxiliary machines on rolling stock 

Electric transmission on diesel vehicles 

Running tests of rolling stock equipment 
before putting into service. 


rolling 


An international specification for control 
gear, corresponding to the existing one for 
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traction motors, was approved for publica- 
tion at the meeting. 

The growth of specifications in the inter- 
national field has been due in the main to 
the influence of the International Union 
of Railways. The railways can and do 
play an important part, not only through 
direct presentation of specifications for 
consideration by the I.E.C., but also by 
the presence of their members in the 
Mixed Committee to which the I.E.C. sub- 
mits its specifications for agreement before 

publishing. 

The United Kingdom was represented 
at the Interlaken meeting by the following 
team:— 


Messrs. G. H. Fletcher (leader), late of 
Metropolitan-Vickers Electrical Co. Ltd. ; 
E. A. Binney, English Electric Co. Ltd. ; 
H. R. Broadbent, London Transport Executive ; 
A. D. Ferguson, Metropolitan-Vickers Electric al 
Co. Ltd.; W. J. A. Sykes, Assistant Electric al 
Engineer, Southern Region, British Railways. 


PUMPS AND FILTERS.—The equipment 
exhibited at the Engineering & Marine 
Exhibition to be held at Olympia, London, 
on September 3-17, by Zwicky Limited 
will include hand-operated pumps for 
oil-transfer, oil-burner starting, and so on. 
The filtration equipment will include dual 
and single filters, standard wire gauge 
type, and a new Zwicky-Clinsol plate-type 
filter with electrical automatic self-clean- 
ing equipment shown in operation. A 
double-helical gear rotor pump, one of a 
range manufactured by the firm, will be 
displayed in operation. 


Roots Type BLOWERS AND DIAPHRAGM 
Pumps.—A _ selection of Roots type 
blowers, vacuum pumps, gas boosters and 
superchargers, representative of a range 
of equipment delivering flows of ten to 
3,500 c.f.m. at pressures up to 10 Ib. p.s.i. 
will be exhibited by Sir George Godfrey 
& Partners Limited at the Engineering & 
Marine Exhibition to be held at Olympia, 
London, on September 3-17. The appli- 
cation of this equipment includes chemi- 
cal agitation, furnace blowing, and super- 
charging and scavenging two- and four- 
stroke engines. Other exhibits will in- 
clude diaphragm pumps delivering up to 
4:5 c.f.m. and pressures up to 36 Ib. p.s.i. 
and a selection of manifolds, pressure 
relief valves, and silencers. 


TRANSPORT OF JUTE: DUNDEE TO KIDDER- 
MINSTER.—Each Friday night a_ special 
freight train composed entirely of vans 
containing jute leaves Dundee West 
Station, Scottish Region. on its way to 
Kidderminster, Western Region, centre of 
the carpet industry. The average number 
of vans on each train is 35, containing 
180 tons of jute, and the traffic is available 
for unloading at destination regularly each 
Monday morning. This co-operation 
between jute manufacturers in the Dundee 
district in co-ordinating despatches of 
traffic in bulk ensures direct transport by 
special train which is mutually advan- 
tageous to themselves and consignees by 
the reduction gained in the transit time 
occupied on the 400 mile journey, and the 
regularity with which deliveries are main- 
tained. Time is saved by the direct service 
working which makes it possible to avoid 
delays at intermediate marshalling yards 
en route at which small consignments of 
traffic would require to await forward con- 
nectional services, and the consistent avail- 
ability of the traffic at the destination point 
assists consignees in the advance planning 
of production schedules. 
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Development in Saudi Arabia 


Fast railcar service between Persian Gulf and capital 





Three Budd railcars in the yard at Riyadh 


Eighteen months after the opening 
throughout of the Saudi Government 
Railway from Dammam to Riyadh, the 
track, signalling, rolling stock and equip- 
ment have been brought up to the full 
standard of a first class American rail- 
way. Early this year, a daily express 
consisting of three stainless-steel Budd 
railcars coupled together, with buffet ser- 
vice, began to operate over the 350 miles 


in 9 hrs. The Dhahran-Abgqaiq section is 
covered at an average speed of 55-2 
m.p.h. 


Dhahran Station has been rebuilt, and 
is now an imposing concrete structure 
with refreshment and waiting rooms and 
asphalted car park and approach area. 


Six tracks lead from it but there are no 
platforms. As it is a terminus, the 
through trains from Dammam to Riyadh 
must reverse into it. Suburban trains for 
shift workers terminate here, and special 
exit ramps cater for them. 
Radio-telephone equipment is now in- 
stalled in 18 locomotives. The communi- 
cations and control system includes ter- 
minals at Dammam and Riyadh, four 
intermediate attended stations and five 
unattended relay stations. The system 
provides: voice contact between ll 
operating stations; voice contact between 
the central despatcher at Dammam and 
trains moving anywhere on the railway; 
voice contact between trains within a 





Conductor punching tickets in second class Budd railcar 
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radius of ten miles; 
network covering shop, storage, and 
Operations area; and three direct voice 
circuits between Dhahran and Riyadh. 

The drifting sand problem in_ the 
Dahanas is well under control, and a new 
70-ton Jordan spreader for moving large 
volumes of sand, grading the roadbed, 
and spreading ballast, was added to the 
maintenance equipment at the 
1952. Additional rolling stock delivered 
within the last year includes an air-con- 
ditioned dining car, which is at present in 
use on semi-fast services to Hofuf. 

Arrangements were made to transfer 
all management and supervision from the 
Arabian-American Oil Company to the 
Saudi Arab Government as from Janu- 
ary | last. At that time, personnel em- 
ployed on the railway totalled 805, of 
whom 98 were Americans and 403 Saudi 
Arabs. Palestinians and Italians con- 
tinue to be employed in certain semi- 
skilled capacities. 

Surveying teams are in the field map- 
ping the route across Arabia to the Red 
Sea. The line is to pass through Mecca, 
and will also serve the cities of Jeddah 
and Medina. The unexpected routing via 
Mecca will means that only Moslem en- 
gineers and labourers will be permitted 
to construct the portion of railway within 
a radius of 15 miles of that city. The 
route from Riyadh as planned at present 
will be through Dharma, Dawadimi, Afif, 
Dhalim, Ashirah, Tayif, Mecca, and 
Jeddah. Medina will be linked to Jeddah 
by a route surveyed many years ago, but 
there is a possibility that a branch to 
Medina may be constructed from the 
main Trans-Arabian line at Afif. Con- 
struction on these projects may be ex- 
pected to begin fairly soon, and if the 
speed of the building of the original line 
from Dammam is equalled, the com- 
plete Trans-Arabian line could be open 
by 1956. 


complete Dammam 


U.S.S.R. Five-Year Plan 


One of the most important schemes in 
the present Soviet Five-year Plan is the 
construction of a line from Tjardsjov on 
the Amu Darya River’ in Turkestan, 
across the Kara Kum Desert to Kungrad 
on Lake Aral, and thence northwards to 
Makat. At Makat it will join the line 
from Orsk (Ural) to Gurjev on the Cas- 
pian sea, which is being extended from 
Guriev to Astrakhan, at the mouth of the 
Volga. The length of the Tjardsiov- 
Makat line is about 800 miles. 

Another new line, also about 800 miles 
long, has been built parallel to and south 
of the Trans-Siberian Railway, linking 
existing lines, to form a through route 
from Akmolinsk to Barnaul and Abakan, 
in the Sayan Mountains. This, the South 
Siberian Railway, forms a direct connec- 
tion between the steel centre of Magni- 
togorsk and the coal mines of Karaganda. 
Further east, a branch is being built from 
Krasnoyarsk on the Trans-Siberian Rail- 
way northwards to Jenisseysk. In addi- 
tion, lines some hundreds of miles long 
have already been built under the Five- 
Year Plan in connection with the hydro- 





electric works at Kuibishev and Stalin- 
grad. 
On all these works, mechanisation is 


being resorted to on a great scale. It is 
stated that on the South Siberian Railway 
alone thousands of excavators, lorries, 
bulldozers, scrapers and __ rail-laying 
machines are being used. The work in- 
cludes many large bridges and numerous 
small bridges as well as the erection of 
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entire new towns, built with prefabricated 
units using industrial production methods. 
On the South Siberian Railway, consider- 
able earthworks have had to be carried out 
at all times of the year, in spite of snow 
up to 23 ft. deep at times. 

Apart from the construction of new rail- 
ways, the Five-Year Plan covers the 
doubling of long sections of existing rail- 
ways, and the electrification of others. All 


rolling stock is being fitted with roller 
bearings and automatic couplings. Most 
new stock is all-metal. The automatic 


block system and an automatic system of 
stopping trains which have overrun signals 


at danger is being introduced on many 
sections. Hump marshalling yards are 
being mechanised, reducing the wagon 


turn-round time by 
compared with 1950. 


18 per cent in 1955. 


Staff & Labour Matters 
Railway Wage Claim 

A meeting is to be held on August 7 
between representatives of the Railway 
Executive and leaders of the three railway 
unions, the N.U.R., A.S.L.E.F,, and T.S.S.A.., 
to discuss the claims for a wage increase 
of 15 per cent lodged on July 3, some 
details of which were given in our July 10 
issue. 

Busmen’s Claim 

At a meeting of the National Council 
for the Omnibus Industry on July 22, 
claims were presented by the trade union 
side for a substantial increase in wages 
together with improvements in working 
conditions. Some 100,000 persons are 
affected in the provincial bus industry em- 
ployed by the private bus companies and 
undertakings controlled by the B.T.C. 

The claims are being examined under 
the negotiating mé ichinery for the National 
Council for the Omnibus Industry, and a 
further meeting will be held in September. 


Forty-hour Week Urged for Engineers 

The Amalgamated Engineering Union is 
to ask the C.S.E.U. to press for the intro- 
duction of a 40-hr. week, without loss of 
earnings, in all industries in which its 
members are employed. 

The union has put down a resolution to 
this effect for the C.S.E.U. annual confer- 
ence next month. The A.E.U. is the 
largest of the 38 unions affiliated to the 
Confederation. 


NEW FIRE- AND HEAT-RESISTING CABLES. 
—A new range of asbestos paper tape in- 
sulated cables has been developed by 
Pirelli-General Cable Works Limited. 
These cables are suitable for use in cir- 
cuits up to 660 volts in situations where 


fire resistance, non-inflammability, main- 
tenance of electrical properties under 
elevated temperatures, and non-ageing 


properties are required. They are 
patented under British Patent No. 661540. 
Copper conductors, which may be single 
or stranded, are lapped with a special 
quality asbestos paper tape. The cores are 
laid up, asbestos paper taped, and sheathed 
with a welded aluminium sheath (Asbes- 
tal) or, alternatively, with a welded stain- 
less steel] sheath (Asbesteel). The insulant 
is indestructible and the cable itself will 
continue to function at temperatures up 
to the melting point of the sheath. Since 
the insulant is dry, the cables are non- 
bleeding, rendering them eminently suit- 
able for vertical runs which may be 
subject to overload or high temperatures. 
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Parliamentary Notes 


Appointments on B.T.C. and Executives 

Mr. Alan Lennox-Boyd (Minister of 
Transport) stated in a written reply on 
July 27 that he proposed to make a state- 
ment on the future of the B.T.C. and 
Executives on Wednesday of this week, 
after Questions. . He was answering Mr. 
Ernest Davies (Enfield E—Lab.) and Mr. 
James Callaghan (Cardiff S.E.—Lab.); the 
latter had deprecated the delay in 
announcing the names of those appointed 
to the vacancies arising in August and 
September, which he said were holding up 
important policy decisions. 


Thesiger Committee Report 
Mr. Alan Lennox-Boyd (Minister of 
Transport) on July 20 told Mr. Ernest 
Davies (Enfield E.—Lab.) that he could 
hold out no hope that the Thesiger Com- 
mittee report would be ready before the 
autumn. 


London Fares 

When _ Lt.-Colonel Marcus 
(Lambeth. Brixton—Lab.) on July 27 
asked whether the Minister of Transport 
would give a direction to the BT. geal 
Section 4 of the oo Act, 1947, 
defer the London fare increases until the 
committee of inquiry had reported, Mr. 
Alan Lennox-Boyd wrote in reply that 
services in the London area were incurring 
losses at the current level of fares of about 
£5,000,000 a year; he could not contem- 
plate adding to the Commission’s accumu- 
lated revenue deficit at that rate. 


Lipton 


Compensation for B.T.C. Employees 

Mr. Alan Lennox-Boyd (Minister of 
Transport) in the House of Commons on 
July 27 moved that the Draft British 
Transport Commission (Compensation to 
Employees) Regulations, 1953 be approved. 
He said he had consulted the T.U.C., the 
twelve unions and staff associations and 
the Commission itself. He had very 
largely followed the common pattern in 
the case of the railways, with improve- 
ments. 

The Regulations, he added, were broadly 
based on the common pattern set by the 
Labour Government Regulations, and 
expressed in exactly the same language. 
All the features of those common patterns 
and others in previous Regulations as to 
railwaymen they had preserved, and they 
were virtually the same as in 1948. 

They had, however, improved in at least 
three particulars the position of any 
railway claimant who might be displ: iced 
or whose position might be worsened 
through the reorganisation imposed on the 
railways by the recent Statute. 

In the first place, an agreed claimant 
could under their new Regulations go to 
the appeals tribunal direct and not through 
his employer, the B.T.C. Secondly, in 
computing the interim payment, only two- 
thirds of the earnings were to be set off 
instead of the man’s earnings; that brought 
the interim payment for railwaymen into 
line with what they were proposing for 
the road haulage workers, the object being 
to avoid penalising a conscientious man 
who might deliberately take a job at once 
at a lower rate while awaiting a_ better 
one. Thirdly, while the 1948 Regulations 
provided for the setting off of two-thirds 
of the actual unemployment benefit, in this 
case the full single man’s benefit was to 
be set off. so as to avoid penalising a 
man with dependants. 

Mr. Lennox-Boyd thought they could 
claim in the case of the railwayman that 
they had improved on the Regulations 
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submitted to the House under the late 
Administration. 

The Regulations relating to pensions 
wee well advanced, Mr. Lennox-Boyd 
went on. He had sent them to the unions 
for their comments. They did not require 
in Affirmative Resolution, but were 
subject to the negative procedure. If all 
went well, and they got a wide measure 
of understanding in the matter, he could 
bring in the pension regulations during the 
recess. If anybody wi inted to debate them, 
the negative procedure could apply as soon 
as the House reassembled. 


Acting Promotion 

Mr. Herbert Morrison (Lewisham, S. 
Lab.) pointed out inter alia that the Trans- 
port Salaried Staffs’ Association and the 
Transport & General Workers’ Union had 
had a communication from the Road 
Haulage Executive to the effect that, for 
the time being, promotions would be on 
an acting or temporary basis. The Regu- 
lations referred to permanent employment, 
and this was not fair to those promoted 
on an acting basis. 

Mr. A. C. Manuel (Central Ayrshire 
Lab.) said that once the Act was put into 
operation, the Minister could not say how 
many railwaymen would be _ displaced 
consequent upon the competition which 
the railways would receive from road com- 
petition on certain stretches. 

The Minister later said that compensa- 
tion would be based on the annual rate 
irrespective of whether earnings were 
from acting or permanent employment. 

After further discussion the Regulations 
were approved. 


Railway Electrification 

Mr. Alan Lennox-Boyd 
Transport) said in answer to a question on 
July 20 that the only concrete proposal 
for electrification that had been put up to 
him was for the Tilbury Line, which he 
had approved in principle. 

Lord Malcolm Douglas-Hamilton (Inver- 
ness—C.) suggested that it would be a 
great advantage if some lines in the North 
of Scotland were electrified, using hydro- 
electric power and saving coal. 

Mr. Lennox-Boyd said that might well 
come. 


Transport Ministry Amalgamation 

Lord Leathers (Secretary of State for 
the Co-ordination of Transport, Fuel and 
Power) in the House of Lords on July 23 
moved that an Humble Address be presen- 
ted to Her Majesty praying that the Trans- 
fer of Functions (Ministry of Civil Avia- 
tion) Order, 1953, be made in the form of 
the draft laid before Parliament. He said 
that in 1941 it was decided to merge the 
Ministries of Transport and Shipping and 
to form one Ministry, that of War Trans- 
port, and he had the honour to be appoin- 
ted the first Minister. 

The close association then formed be- 
tween shipping and the inland transport 
side had proved its worth overwhelmingly. 
he said. and merging of the Ministry of 
Civil Aviation with the Ministry of Trans- 
port, the logical extension of the move 
made twelve years ago, would be an im- 
provement in the methods of public ad- 
ministration. 

In 1951, he said, the Prime Minister had 
decided that the civil air industry no lon- 
ger needed the undivided attention of one 
Minister, and he appointed a single Minis- 
ter to look after the Ministries of Trans- 
port and Civil Aviation. The logical 
development of that was to merge the two 
Ministries, and, now that the Transport 
Act had been passed, the time had come 
for this. If one Minister could do the 
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THE RAILWAY GAZETTE 


work, he should have one Ministry. There 
still would be two Parliamentary Secre- 
taries, one of whom would concentrate on 
civil aviation. 

Lord Pakenham said that though he 
deplored the merger at the _ present 
moment, he agreed that there must vir- 
tually be one Ministry. It seemed vital 
that one of’ the Parliamentary Secretaries 
in the new Ministry should be specifically 
Parliamentary Secretary for Civil Avia- 
tion. 

Viscount Swinton (Secretary of State for 
Commonwealth Relations) said the merger 
was in the best interest of civil aviation ; 
otherwise he would have fought it. 


Railway and Road Freight Traffic 

Asked on July 20 by Mr. J. A. Sparks 
(Acton—Lab.) what steps were being taken 
to integrate railway and road freight 
traffic. Mr. Alan Lennox-Boyd said that 
integration of rail and road freight traffic 
in the sense of running them as a single 
monopolistic entity was regarded by the 
Government as undesirable in the interests 
of the consumer even if it were practic- 
able. The Government transport policy 
was embodied in the Transport Act, 1953. 
Later, he said that there was to be healthy 
competition in the interests of the con- 
sumer. 

Rail and Canal Bridges 

Asked on July 20 what steps he was 
taking to relieve the B.T.C. of the cost of 
maintaining public roads over railway and 
canal bridges, Mr, Alan Lennox-Boyd 
replied that this was primarily a matter for 
negotiation between the Commission and 
the local highway authorities. 

Useful talks had been taking place, he 
added. The B:T.C. would like it all done 
at the expense of the Exchequer, but he 
had made plain that that could not be so. 
It was the duty of the Commission, as heirs 
of the previous operators, to maintain 
bridges and their roads,in perpetuity. He 
was anxious to do what he could to help, 
and he thought the Ministry’s line of 
conduct was the best. 


Contracts & Tenders 


Cambrian Wagon Co. Ltd. has received 
an order for 75 42-ton bogie plate wagons, 
type E, from the Railway Executive. 


The Metropolitan Cammell Carriage & 
Wagon Co. Ltd. has received an order for 
nine bogie passenger brakevans and 12 
four-wheel motor vans, type YP, for the 
Nigerian Railway, to be built to the 
supervision and inspection of the Crown 
Agents for the Colonies. 


The High Commissioner for India 
invites tenders for one five-ton steam 
crane for the broad gauge. Details appear 
under Official Notices on page 139. 


The Director General of 
Disposals, Railway Stores Directorate, 
New Delhi, is inviting tenders for 277 
standard buffer plungers for b.g. 14 and 
23 (Steel Class II). 

Tenders are to be submitted to the 
Director General of Industries & Supplies, 
Shahjahan Road (Section SRI), New Delhi, 
quoting reference SRI/16509-D/III, and 
will be opened at 11.30 a.m. on August 13. 


Supplies & 


The Government of New South Wales 
is inviting tenders for electric motor coach 
and trailer bodies and underframes for 
both suburban and interurban services, and 
for motor and trailer bogies and electrical 
equipment for them. Full details are given 
in Official Notices on page 139. 


Notes and News 


Central Wagons Capital Offer——An offer 
by S. G. Warburg & Company for the 
share capital of the Central Wagon (Hold- 
ing) Co. Ltd., has been accepted by holders 
of more than 90 per cent of the shares 
and therefore becomes unconditional. 


Executive Assistant Required.—A pplica- 
tions are invited for the post of executive 
assistant required by London Transport in 
the drawing office of the assistant civil 
engineer (permanent way) for the design 
of railway permanent way layouts. See 
Official Notices on page 139. 


Superintendent of Railways Required.— 
Applications are invited for the appoint- 
ment of superintendent of railways under 
the Provincial Administration of 
Cyrenaica. Candidate will be in charge 
of small diesel operated system handling 
docks and depot traffic with about 90 
miles of main line. See Official Notices 
On page 139. 


Engineer Estimator and Site Engineers 
Required.—Applications are invited for 
the posts of engineer estimator or surveyor 
estimator, experienced in the preparation 
of civil engineering tenders, and site en- 
gineers, with experience in railway con- 
struction preferred but not essential, re- 
quired by the Eagre Construction Co. 


Ltd., Scunthorpe, Lincs. See Official 
Notices on page 139, 
Davey, Paxman & Co. Ltd.—Net profit 


of Davey, Paxman & Co. Ltd. for the year 
to March 31 last was £302,990, the increase 
of £162,527 being recorded after charging 
£140,493 more for taxation. Allocation to 
general reserve is increased from £100,000 
to £240,000, and £14,000 has been allotted 
to employees’ Coronation bonus reserve. 
The dividend on the ordinary shares is 
increased from 10 to 15 per cent. 


Proposed Bridge Over Bosphorus.—Plans 
for a bridge over the Bosphorus linking 
Europe and Asia are reported to have been 
submitted to the Turkish Government by 
Fried. Krupp A.G. It is stated that the 
firm is making this proposal in com- 
memoration of the 500th anniversary of 
the conquest of Constantinople, as a 
friendly gesture towards Turkey. The pro- 
posed bridge is understood to carry one 
or more railway tracks, which would con- 
nect the Turkish State Railways in Europe 
and Asia; at 


present there is a wagon 
ferry between Istanbul and Haydarpasa, 
whilst passengers between Istanbul and 


stations in Turkey-in-Asia, Iraq, Syria and 
beyond are conveyed by steamers connect- 
ing with the trains at Haydarpasa. 


Aluminium Development Association: 


Annual Report. — After a_ general 
account of progress during the year, 
including figures and changes of 


membership, the work of the Aluminium 
Development Association is summarised 
in its annual report under headings cor- 
responding to its main activities. 
Information services are sub-divided into 
publications, library and inquiries services, 
and the issue of technical memoranda. 
References to the Association symposia in 
Birmingham and London on aluminium 
alloy castings are include, with notes on 
films and photographs on loan, wall charts 
and exhibition work of the Association. 
Particular attention has been given to the 
jointing of aluminium eleetrical con- 
ductors, large-dia. aluminium rivets 
welding problems and various aspects of 
the corrosion problem. The development 
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work of the Association is described under 
structural engineering, marine, building 
road and rail transport, mining equipment, 
electrical engineering, castings, and 
standards. An analysis of inquiries 
answered during the year show a total of 
2,460 technical and general inquiries on 
problems of metallurgy and fabrication. 


Heavy Passenger Traffic from London 
Termini.—Last Saturday, July 25, 273,357 
passengers left from the London termini 
in 593 long-distance trains, compared with 
232,598 passengers in 553 trains the 
previous Saturday. ; 


British Railways Coal and Steel Carryings. 
—Deep-mine and opencast coal cleared in 
the week ended 6.0 a.m. on July 27 totalled 
2,388,460 tons. The weekend figure was 
220,330 tons. During the week ended July 
18, 180,940 tons of iron and steel from the 
principal steel works and 335,500 tons of 
iron ore were conveyed. 


Eastern Region August Holiday Services.— 
From July 30 to August 5 the Eastern 
Region is running 284 additional main-line 
trains for Bank Holiday passengers. Today 
(July 31) there are 17 extras from Kings 
Cross to Yorkshire, Lincolnshire, the 
North-East, and Scotland; and 18 from 
Liverpool Street to the Eastern Counties. 
There will also be additional services 
throughout the holiday period from pro- 
vincial stations to York, Newcastle, and 
Edinburgh, and a number of cross-country 
services will be duplicated. 


“Princess Victoria” Appeal. — The 
appeals of the British Transport Commis- 
sion and Captain J. D. Reed, Registered 
Manager of the mv. Princess Victoria, 
against the findings of the Court of Inquiry 
into the loss of the vessel on January 31, 
will be held in the Queen’s Bench Division 
of the Northern Ireland High Court by a 
Judge and assessors. The Commission 
and Captain Reed have been directed to 
deliver, on or before August 14, to the 
parties concerned, the documents setting 
forth the grounds of the appeal and 
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specifying the parts of the answers and 
observations of the Court of Inquiry which 
they propose to challenge. The decision 
to ‘appeal was reported in our July 10 
issue. 


Western Region Bank Holiday Trains.— 
Over 200 special long-distance trains are 
being run by the Western Region during 


the ‘period Friday, July 31, to Tuesday, 
August 4, inclusive. This (Friday) after- 
noon and Saturday morning, 27 extra 
trains will leave Paddington for the West 
of England, South Wales, and the Mid- 
lands; 23 additional long-distance trains 
will arrive at Paddington; and _ cross- 


country passengers will be served by 61 
extra trains. The excursion programme 
includes 27 special excursion trains for 
Sunday, August 2, and 21 for Bank Holi- 
day Monday. An additional sailing will 
leave Fishguard for Rosslare at 7 a.m. on 
August 1, with special connecting train 
from Paddington. Normal services will be 
maintained between Weymouth and the 
Channel Islands. 


Flat Rate for Foodstuffs by Rail.—The 
impracticability of a flat rate for essential 
foods conveyed by railway has been stated 
by Lord Hurcomb, Chairman of the 
British Transport Commission, in a letter 
to Mr. Hector Hughes, Labour M.P. for 
Aberdeen North, who had made this sug- 
gestion. Lord Hurcomb compares it wit 
that for a flat rate for fish from ports, 
previously made by the White Fish 
Authority. Such a proposal, he states, 
means that an average charge would have 
to be assessed and that short-distance 
traffic would have to pay more and long- 
distance traffic less. Apart from objec- 
tions which would undoubtedly be raised 
by traders mainly concerned with short- 
distance traffic, the difficulty of arriving 
at a fair average charge would be 
considerable. 


Train Divided in Tunnel.—A_ broken 
buckeye coupler pin at the leading end 
of the eighth coach on the 7.20 p.m. 
Aberdeen to Kings Cross relief train 








Charing Cross to Folkestone in Eighty Minutes 





The down “Man of Kent” near Petts Wood, Southern Region, hauled by 


** Schools” class locomotive. 


This train is allowed in the summer timetable the 


prewar schedule of 80 min. in either direction between Charing Cross and Folkestone 
Central, with a stop at Waterloo 
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caused the train to divide while passing 
through Wood Green Tunnel early on 
Sunday morning. The seven leading 
coaches were taken on to Kings Cross, 
arriving at 8.19 a.m.; the remaining five 
vehicles were hauled out of the tunnel by 
another locomotive and taken to- New 
Southgate Station, where passengers were 
transferred to the 7.13 a.m. local train from 
Welwyn Garden City and reached Kings 
Cross at 9.22 a.m. 


Hire Purchase Terms for Road Haulage 
Disposals.—As from July 23. restrictions 
on hire purchase transactions were lifted 
in accordance with the Minister of Trans- 
port’s undertaking that these restrictions 
would not be detrimental to the disposal 
of Road Haulage Executive assets under 
the Transport Act. Their removal coin- 
cided with the first sale by the Road 
Haulage Executive of its vehicles to private 
enterprise road haulage firms. 


Great Northern Atlantics—No. 251, the 
first of the large-boilered G.N.R. Atlantics, 


which with No. 990 Henry Oakley, is to 
haul the “Plant Centenarian” ~ special 
from Kings Cross to Doncaster on 


September 20 to mark the centenary of the 
G.N.R. locomotive works to Doncaster in 
1853, has not been exhibited in York 
Museum, as was implied on page 111 of 
our July 24 issue. No. 251 has been 
recently at Doncaster, and recently was on 
trial runs in readiness for the September 
trips. No. 990 has been exhibited at York 
with Stirling “single” No. 1, which has 
been removed to Doncaster for display 
at the Doncaster Plant Centenary 
Exhibition. 


Royal Journey Exhibition in the Provinces. 

—The Roval Journey Exhibition organised 
by the British Transport Commission, 
which was held at Battersea Wharf Goods 
Station, London, from June 19 to July 11 


(see our June 26 issue) has since visited 
Birmingham and Llandudno. Its future 
itinerary is as follows :— 
Place Region Exhibition 
Period 
Chester (General London Midland August 7- 
Station) August 10 
Morecambe London Midland August I7 
(Promenade) August 20 
Edinburgh (Waver- Scottish August 28 
ley, East End Bay September 3 
Platform) 
Dundee (West Bay Scottish September 9 
Platform) September !2 
Glasgow (St. Enoch Scottish September I8 


No. 12 Platform) September 23 


Leeds (City South) North Eastern September 29 
October 2 
Sheffield (Midland) Eastern October 8 
October 10 
Nottingham London Midland October 16 
(London Road, October 19 
Low Level) 
Plymouth ... Western October 24 
October 26 
Bristol Western October 31 
November 2 
Cardiff Western November 7- 


November [2 


“ The Model Engineer” Exhibition.—Rail- 
way models will again be the outstanding 
feature of ‘“ The Model Engineer ” Exhibi- 
tion from August 19 to 29 at the New 
Horticultural Hall, Westminster. Special 
demonstrations are being given by the Tal- 
y-llyn Railway Preservation Society and 
the Society of Model & Experimental 
Engineers, and there is again a great variety 
of model locomotives in the competition 
classes. The Tal-y-llyn society is show- 
ing a 7-mm. scale, 16-5-mm. gauge model 
of the section of the railway between 
Towyn Wharf and Pendre stations, which 
captures the atmosphere of the oldest 
surviving narrow gauge, steam-hauled pas- 
senger carrying railway in the world. The 
S.M.E.E: will be operating the live steam 
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The engagement of persons answering Situations 
Vacant advertisements must be made through a 
Local Office of the Ministry of Labour or a 
Scheduled Employment Agency if the applicant is a 
man aged 18-64 inclusive or a woman aged 18-59 
inclusive unless he or she, or the employment, is 
xcepted from the provisions of the Notification of 
Vacancies Order, 1952. 


4 VACANCY exists in the Chief Engineer's Dept 
*% of a large integrated Iron & Steel Works in 
North Lincolnshire for a Superintendent of Per- 
manent Ways. Applicants must have a_ thorough 
ctnowledge of the subject particularly in the layout 
nd maintenance of marshalling yards and _ sidings. 


\bility to prepare own scale drawings, quantities 
and estimates; maintenance of stock records and 
xperience in handling a substantial labour force 


re essential attributes. Applications should include 
ietails of age, training, qualifications, experience 
nd salary required to Box 901, The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 


7 HE PERUVIAN CORPORATION have the 
following vacancies on the railways in Peru: — 
Central Railway. ACCOUNTANT (Traffic Auditor). 
About 30 years of age, preferably single with general 
auditing and railway accounting experience. 
Northern Railways. DIESEL ENGINEER with 
wactical experience on diesel locomotives and rail- 
ars and workshop management. Southern 
Railway. ASSISTANT CHIEF STOREKEEPER 
an experienced Railway Storekeeper with a know- 
ledge of Spanish essential. A_ knowledge _ of 
the Spanish Language is preferable in all these 
appointments or willingness to learn within 6 months. 
Apply: SECRETARY, 144, Leadenhall Street, London, 
E.C.3 
CIVIL ENGINEERING INSPECTORS required for 
Resident Engineer’s Staff supervising large rail- 
way construction contract in the Gold Coast. Appli- 
cant should have good experience of earthworks, 
bridges, buildings and railway track laying. Good 
pay, free furnished quarters and liberal leave on 
full pay. Apply by letter with full particulars of 
age, and experience to RENDEL, PALMER & TRITTON, 
125, Victoria Street, S.W.1. 


BOUND VOLUMES.—We can arrange for readers" 

copies to be bound in full cloth at a charge 
of 25s. per volume. post free. Send your copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press Limited, 
33, Tothill Street, London, S.W.1. 
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OFFICIAL NOTICES 


GOVERNMENT OF NEW SOUTH WALES 


"TENDERS are invited for the supply of 

40 Electric Suburban Motor Car Bodies and 
Underframes. 

40 Electric Suburban 
Underframes. 

40 Inter-Urban Electric Motor Car 
Underframes. 

20 Inter-Urban Electric Trailer Car 
Underframes. 

20 Inter-Urban Electric Trailer Cars with Buffets 
and Underframes. 

172 Motor Bogies for above Suburban and Inter- 
Urban Cars. 


Trailer Car Bodies and 
Bodies and 


Bodies and 


172 Trailer Bogies for above Suburban and Inter- 
Urban Cars. 

Electrical Equipment for the above 

Comprehensive tenders for the supply and com- 


plete assembly of the above are also invited Par- 
ticulars are being forwarded to all to whom Speci- 
fications Nos, 2227, 2231, 2236 and 2238 were issued 
in connection with inquiries for tenders, the closing 
dates for which were indefinitely deferred on the 11th 
November, 1952. Other bona-fide tenderers can 
obtain particulars and forms of tender on application 
to the undermentioned address to which tenders are 
returnable not later than 12 noon on Wednesday, 
14th October, 1953:—AGENT-GENERAL FOR NEW 
SoutH WALES, 56/57 Strand, London, W.C.2 


FEENGINEER ESTIMATOR, or Surveyor/ Estimator 
experienced preparation Civil Engineering tenders, 
preferably with knowledge of Railroad construction. 
The position is permanent, good salary and pros- 
pects House available if required. Apply EAGRE 
CONSTRUCTION Co. LTD., Scunthorpe, Lincs. 


SITE ENGINEERS required, experience in Rail- 
way construction preferred but not essential 
Gpod prospects with permanent employment for 
suitable applicants. Apply’in first instance to EAGRE 
Construction Co. Ltp., Scunthorpe, Lincs. 


LONDON TRANSPORT require executive assistant 

in drawing office of Assistant Civil Engineer (Per- 
manent Way) for design of railway permanent way 
layouts. Applicants should have experience of track 
maintenance and good knowledge of design of points 
and crossings and track components and be capable 
of supervising and instructing junior staff. Wide 
experience of Hallade instrument and record analysis, 
etc., would be advantage. Salary range £750 to £819, 
commencing salary according to qualifications and 
experience; medical exam.: contributory superannua- 
tion scheme after probation Applications within 
14 days to STAFF OFFICER (F/ EV 246), London. Trans- 
port, 55, Broadway, S.W.1. For acknowledgment 
enclose addressed envelope. 
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GOVERNMENT OF UNITED KINGDOM OF 
LIBYA 


APPLICATIONS are invited for the appointment of 

Superintendent of Railways under the Provincial 
Administration of Cyrenaica. Candidate would be in 
charge of small diesel operated system handling 
Docks and Depot traffic with about 90 miles of main- 
line. He must have had experience of operation and 
administration with preferably some mechanical engi- 
neering qualification in addition. Salary £700 x £25— 
£825 per annum, plus tax free Foreign Service Allow- 
ance £160-£530 per annum according to individual 
circumstances. Salary is not liable to British Income 
Tax (Schedule E). Local income tax is at present 
8 of salary. The appointment will be subject to 
medical fitness and the initial contract will be for 
two years. Home leave is 72 days for each two years 
of resident service, and local leave 18 days annually. 
Passages for the official and his family at Govern- 
ment expense. Application forms from MiIppLE East 
SECRETARIAT, Room 311, Foreign Office, S.W.1, 
should be completed and returned within ten days 
of the appearance of this advertisement. 


BEARINGS: 250 brand new Timken taper roller 

bearings 598/592 for sale, new stock, surplus to 
requirements. Box 905, The Railway Gazette. 
33, Tothill Street, London, S.W.1. 


RAILWAY 


OUCESTER 
G LTD., 


JCE CARRIAGE & 
WAGON CO. Gloucester, require the 
Services Of experienced rolling-stock Draughtsmen. 
Five-day week. Staff pension scheme. Apply, 
Stating age, details of experience and salary required, 
to CHIEF DESIGNER. 
'T HE HIGH COMMISSIONER FOR_ INDIA in- 
vites tenders for the supply of: One CRANE, 
5 ton, steam operated, with hoisting, slewing, 
derricking, and travelling motions for use on broad 
(S ft. 6 in.) gauge track complete with equipment 
and spares, for transhipment work in goods yards. 
Forms of tender may be obtained from the Director- 
General, India Store Department, 32/44 Edgware 
Road, London, W.2, at a fee of 10/-, which is not 
returnable. Tenders are tO be delivered by 2 p.m. 
on Friday, 25th September, 1953, and are to re- 
main open for acceptance for 60 days from this 
date. Please quote reference No. 18/53 in your 
application. 


N.E.R. HISTORY.—Twenty-Five Yea 

ae are North Eastern Railway. 
By_R. Bell, C.B.E., Assistant General ger, 
N.E.R. and L.N.E.R. Companies, 1922-1943. Full 
cloth. Cr. 8vo. 87 pages. 10s. 6d.—The Railway 
Gazette, 33, Tothill Street, London, S.W.1. 
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track, which runs the length of the hall, 
and displaying a number of outstanding 
models. Films of interest to railway 
model engineers will be shown daily 
throughout the exhibition. These are 
“ The Fell Locomotive,” and the popular 
“Go Slow On The Brighton Line,” which 
takes the audience into the driver’s seat 
on a trip to Brighton at the speed of 
sound. 


Iron and Steel Prices: Some Products 
Decontrolled.—The Minister of Supply, 
Mr.. Duncan Sandys, has made an Order 
which removes from price control certain 
iron and_ steel products, namely :— 
colliery arches, pit props, cold drawn tubes, 
malleable iron pipe fittings, wire and wire 
products, and assembled railway wheels 
and axles. The supply of these products. 
which do not come within the scope of 
the Iron & Steel Board, is now generally 
adequate. In addition the Order reduces 
by 7s. 6d. a ton the maximum permitted 
price of heavy steel products delivered to 
South Wales. This Order, the Iron & 
Steel Prices (No. 4) Order, 1953, came 
into effect on July 27. 


Heavy Forgings and Cutting Tools.—The 
two principal exhibits on the English Stee] 
Corporation Limited stand at the forth- 
coming Engineering & Marine Exhibi- 
tion at Olympia are both forgings, but 
produced by different methods. A marine 
rotor, machined and highly-polished, was 
made by normal forging procedure of high 
quality alloy steel, 11 ft. 6 in. long with 
body 1 ft. 7} in. diameter and weighs 34 
tons. It is for an i.p. ahead and h.p. astern 
3-cylinder single reduction engine giving 
5,500 s.h.p. at 105 r.p.m. of propellor and 
2,500 r.p.m. of turbine, the dead-weight 


of the ship being about 11,000 tons. The 
other heavy exhibit is a 6-throw marine 
diesel engine crankshaft produced by the 


Luncheon to Western Region 
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At the Great Western Royal Hotel, Paddington, on July 27._ Mr. K. W. C. Grand, 
Chief Regional Officer, is seated in the centre. 


C.G.F. (continuous grain flow) forging 
process, for which English Steel Corpora- 
tion are sole licensees for the British Em- 





Those standing include (second 


from left) Mr. H. G. Bowles, Assistant Chief Regional Officer ; and (left to right) 


Messrs. A. W. Woodbridge, Signal & Telegraph Engineer ; 


C. R. Dashwood, 


Chief Accountant ; H. H. Swift, S. Wales Area Officer ; (seventh from left) C. W. 

Powell, Assistant Operating Superintendent ; W.N. Pellow, Motive Power Super- 

intendent ; R. Burgoyne, Regional Staff Officer ; H. R. Webb, Stores Superintendent ; 
and C. Furber, Commercial Superintendent 
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pire. It is 14 ft. long with 74 in. diameter 
pins, and weighs 2 tons 6 cwt. in the “ as- 
forged” condition. Although _press- 
forged. this type of crankshaft is claimed 
to have many advantages over crank- 
shafts forged by hitherto conventional 
methods which include : continuous grain- 
flow ensured through all sections with con- 
sequent greater strength, minimum of 
machining is necessary on the periphery 
of webs which may be left unmachined if 
desired, crank throws are formed at their 
correct relative angies without any twist- 
ing of the crankshaft, and flanges may be 
upset, giving correct grain flow. Other 
exhibits include engineers’ cutting tools, 
permanent magnets, and files. 


Railway Benevolent Institution—At a 
meeting on July 22 the Board of the Rail- 
way Benevolent Institution granted annui- 
ties to nine widows and eight members 
involving an additional liability of 
£309 12s. per annum; 84 gratuities were 
also granted, amounting to £775 19s., to 
meet cases of immediate necessity. Grants 
made from the casualty fund during the 
month of June amounted to £480 14s. 


Road Accidents in June.—Preliminary 
figures issued by the Ministry of Trans- 
port show that road casualties in June 
numbered 20.459, an overall increase of 
1,099 on June, 1952. The present figure 
includes 407 killed, which is an increase 
of 25. For the first six months of the 
year the total road casualties of 103,279 
represented an increase of 8,122. included 
in which were 2.274 fatal accidents, or 
184 more than in the first six months of 
the preceding year. 


Record Tourist Influx Continues.—The 
British Travel & Holidays Association 
states that 94,500 visitors arrived in 
Britain during June, an increase of 3 per 
cent over June 1952, and a record for 
the month. Sir Alexander H. Maxwell. 
Chairman of the Association, has stated 
that the figures for June can be considered 
“eminently satisfactory.” as a decline 
in traffic would not have been surprising 
during the post-Coronation period. It is 
reasonably certain, he adds, that traffic 
will be well maintained during the re- 
mainder of the season and that the total 
of overseas visitors for the year will break 
all previous records. Arrivals during June 
brought the total of overseas visitors for 
the first six months of the year to 354,000, 
an increase of 17 per cent compared with 
the first half of 1952. 


“Queen of Scots” Pullman: Special 
Uniform for Attendants.—Attendants in 
the “ Queen of Scots” Pullman now wear 
a special uniform to denote the special 
service they operate, which is the only 
Pullman link with Scotland. MacKenzie 
tartan facings have now been adopted and 
these will be worn as the regular uniform 
on this service. The MacKenzie tartan 
was selected because of the close connec- 
tion between the Highland Light Infantry 
and Glasgow. The Pullman Car Company 
hopes that this gesture will be accepted as 
a measure of its pride in providing this 
service which, with the inevitable break 
during the war years, has been in opera- 
tion since 1928. 


Seamless and Electric Resistance Welded 
Tubes.—Stewarts and Lloyds Limited, with 
associated and subsidiary companies, are 
exhibiting a selected range of products at 
the Engineering & Marine Exhibition to 
be held at Olympia. London, September 
3-17. The principal exhibits will include 
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boiler tubes, both seamless and electric 
resistance welded and manipulated pipe- 
work for high pressures and temperatures. 
The company’s products illustrated by 
photographs will include items of shipyard 
equipment, tubular steel derricks, davits 
and masts, steel buttwelding fittings, steel 
castings and so on. Tubewrights Limited, 
a subsidiary company, is exhibiting a 
range of models of its products, including 
factory buildings, materials handling 
equipment, and tubular steel bridges. 


Welding Equipment and Accessori¢es,— 
The Quasi-Arc Co. Ltd. will include among 
its exhibits at the forthcoming Engineer- 
ing & Marine Exhibition at Olympia what 
is stated to be the first British-made 
selenium plate metal rectifier arc welding 
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set, which takes a balanced 3-phase input 
and is specially designed for remote con- 
trol of the full welding current range by 
means of a single knob. The set is fan 
cooled and will supply the maximum 
welding current of 375 amp at 30 arc volts 
at a 50 per cent duty cycle. Other ex 
hibits include a single operator diesel en- 
gine driven welding set. The engine, a 
Petter AVA.2 series I], develops 11 h.p 
at 1,650 r.p.m. Vee pulleys and belts are 
arranged so that the engine pulley may be 
used for driving small machines when not 
required to drive the generator. The set 
is suitable for electrode sizes 16-6 SWG 
current range is 25-180 amps, current 
regulation stepless. A wide variety of 
electrodes and accessories will also be ex- 
hibited. 


Railway Stock Market 


influences have held 
a steady 


Although holiday 
stock market business in check, 
trend prevailed in most sections. At the 
beginning of the week there was an easier 
tendency because of the possibility that 
New York markets might react on the 
fear that the Korean cease-fire could bring 
a difficult period of adjustment as industry 
faces relaxation of rearmament work. 
Nevertheless, it is realised that the fall in 
commodity and metal prices has already 
discounted the prospect of a contraction 
in rearmament stockpiling. Moreover it 
is realised that a large scale cut in 
the rearmament programme will not come 


until agreement is reached with Russia. 
New York markets therefore viewed 
matters calmly, and markets here took 


There was, 
buying em- 


from that centre. 
a tendency for the 


their cue 
however, 


phasis to switch from _ industrials to 
British Funds until the outlook can be 
more clearly assessed. The sharp decline 


in profits in 1952 reported by most leading 
industrial companies had little effect on 
industrial shares, however, because divi- 
dends are maintained, and it is recognised 
that there would have to be a further 
heavy fall in future profits to necessitate 
lower dividends. 

Foreign rails again showed a few active 
features. United of Havana stocks re- 
mained prominent on the latest news from 
Cuba, and fluctuated, but at the time of 
going to press an earlier reaction has been 
followed by renewed buying. The second 
income stock, which appeared to attract 
main attention, recovered to 22} after 
being down to 20. The “A” stock has 
been changing hands around 69 at the time 
of going to press, the “B™ was 67} and 
the consolidated stock 34. The City is 
continuing to assume that the directors 
would not agree to the sale of the railway 
for less than the equivalent of £5,000,000. 
but is awaiting official news of the posi- 
tion, and how the Cuban Government’s 
plans link up with Mr. Wenner-Gren’s 
offer. 

By reorganising the 
beginning of this year the details of which 
came in for some criticism at the time, 
the directors obviously performed an im- 
portant 
capital reorganisation has of course paved 
the way for the latest developments, and 
if hopes are realised, stockholders should 
get the equivalent of more than the current 
market prices of their stocks, though 
whether repayment will be spread over a 
period of years remains to be seen. 

Antofagasta ordinary and _ preference 
stocks have been steady at 9 and 434 


capital at the 


service to stockholders, for the 


respectively. Elsewhere, Dorada Railway 
ordinary stock, after rising sharply on a 
revival of vague talk of a coming take- 
over offer for the railway, fell back to 46 
at one time, before rallying to 50. The 
City does not believe there is any likeli 
hood of an early take-over offer, though 
if and when it should come, the break-up 
value of the stock would be well over its 
current market price. 

Canadian Pacifics at $464 were easie1 
with the general tendency in dollar stocks; 
the 4 per cent perference held firm at £654 
and the 4 per cent debentures at £844. 
White Pass & Yukon no par value shares 
fluctuated around $27}, while the 5 per 
cent convertible debentures were £99, 

In other directions Manila Rail “A” de- 
bentures were inactive and quoted at 78 
with the preference shares at 7s. 9d. 

Mexican Central “ A” debentures have 
been firm at £744. Nitrate Rails shares 
eased to 20s. 6d. and San Paulo units were 


Ss. 6d. Guayaquil & Quito first bonds 
marked 33} and Costa Rica first deben- 
tures 68. 

A few dealings have continued to be 


recorded in old Russian railway bonds 
with Russian South Eastern at 15s. 
Road transport shares were well main- 
tained. Dealings in B.E.T. stock in its 
“ split” Ss. form is to start on August 5th. 
Engineering and kindred shares dis- 
played steadiness, and movements on 
balance were generally not more tHan a 
few pence. Vickers were 49s., while Cam- 
mell Laird 5s. shares strengthened to 
lls. 3d., the favourable yield on the latter 
attracting buyers. Guest Keen have been 
easier at 49s. 44d. Ruston & Hornsby held 
the good rise which followed the increased 
profits and the Coronation bonus, and 
have been changing hands around 41s. 9d. 
Babcock & Wilcox were 63s. 6d., T. W. 
Ward were 71s. 9d., while Tube Invest- 
ments strengthened to 57s. 9d. and George 


Cohen 5s. shares were dealt in around 
9s. 6d., British Aluminium held firm at 
38s. 6d. Arrangements are being made 


for an official London quotation for the 
shares of Aluminium Ltd., the important 

Canadian company which in 1952 was the 
cone largest producer of primary 
aluminium. 

Beyer Peacock showed firmness at 
33s. 9d., Birmingham Carriage were 
27s. 6d. and North British Locomotive 
i2s. 9d. Hurst Nelson were 40s. at Glas- 
gow. Vulcan Foundry held their improve- 
ment ta 20s. 6d., Charles Roberts 5s. 
shares were 16s. 4$d., Wagon Repairs 5s. 
shares 12s. 6d.xd. and Gloucester Wagon 
10s. shares 13s. 
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